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ABSTRACT 
Tourism by definition necessarily involves the movement of people 
away from their normal place of residence - from tourist-generating regions to 
the tourist destination areas - and the movement is essentially facilitated by the 
means of transportation. Transport is therefore, acknowledged as one of the 
most significant elements in the total tourism system, which significantly 
contributes to its development. Not only do the means of transportation provide 
an essential link between tourist's origin and destination areas but many a times 
these also form the focal point of any tourist activity which involves a 
significant component of travel, for example, coach holidays, scenic rail 
journeys etc. 
The promotion and development of tourism in any country or region lies 
on the shoulders of many stakeholders related to tourism, such as government, 
travel agents and tour operators, hotel industry, transport operators and 
agencies etc. In India the inland transport sector is represented by all the major 
transport modes viz. road, rail, air and water. While the inland water transport 
is almost non-existent, the scheduled domestic air transport is very limited, 
both in its expanse and capacity, in comparison to the size and population of 
the country. It is also very expensive, therefore accessible to only the high-
income segment of the population. The rail and road transport are the prime 
and major transportation modes in the country. While the road transport is 
preferred over short distances and on short-notice travel due to flexibility in its 
departures, the rail transport is preferred over medium and long distances. India 
being a large sized country with highly dispersed tourist destinations, the rail 
transport becomes an obvious choice for a majority of foreign and domestic 
tourists. 
The railways in India can play a bigger role in the promotion and 
development of tourism not only because of having some competitive edge 
over the other means of transport but also because of having an enormous 
potential to promote itself as a tourist attraction. However, over the years the 
Indian Railways has by and large lagged behind in effectively and efficiently 
utilising its tourism potential. Baring a few attempts the railway till recently 
made no serious efforts to meet the needs and requirements of this sector. 
However, during past few years the railway is gearing up to respond to the 
growing and dynamic tourist market. The recent establishment of Indian 
Railway Catering and Tourism Corporation (IRCTC), for the promotion and 
development of rail-based tourism in the country, is step an important step in 
this direction. The establishment of this company and the changing attitudes of 
the railway men towards dealing with rail-tourism are the indications of the 
better future of rail-based tourism in the country. However, this can only be 
possible if Indian Railways works for the effective implementation of its policy 
decisions. 
The situation is thus indicative of a need to study and investigate the role 
of Indian Railways in the promotion and development of tourism in the country 
and to trace out the possible bottlenecks that have hitherto led to the poor 
performance of Indian Railways in utilising its tourism potential. In the present 
study entitled, "Role of Indian Railways in the Promotion of Tourism - A Case 
Study of 'Palace Wheels'", an attempt has been made to explore and evaluate 
the rail-based tourism potential of the country and to investigate into the role 
that Indian Railways has played and could play for its promotion. In this work 
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a case study of 'Palace on Wheels' has also been carried out to evaluate its 
performance as the first specialised 'tourism project on wheels' by Indian 
Railways. 
In India the wheels rolled on iron rails for the first time on April 16, 
1853, when on that day the first ever train in India ran on a 21 mile track 
between Bombay (non Mumbai) and Thana (now Thane). Ever since its 
inception the railway in India for more than any other form of transport has 
been used by the people of the sub-continent as a means of communication 
between the North and the South, between the East and the West, across its 
hills and plains and over mighty rivers that were bridged for the first time by 
these iron ways. Through 150 years of its service to the nation, the railway in 
India engineered social revolution, brought about national integration and 
transformed the economy. 
The railway is one of the inventions the British used in India. Though, 
its arrival in the country was primarily governed by the British Rule's need to 
ferry troops rapidly through the length and breadth of the country and to 
transport raw materials from the hinterlands to the ports for their easy 
transportation to Britain, it was nevertheless marketed as an innovation. The 
royal princes of erstwhile Indian princely states were quick to seize the idea of 
establishing railway networks in their respective states for the movement of 
royalty and the people within their territories. At the time of the independence, 
in 1947, there were 42 independent railway systems in India, After the 
independence, all of them were nationalised and amalgamated into various 
Railway Zones under the single management. 
Over the years, since independence, Indian Railways developed the 
capacity to perfomi the functions related to manufacture, maintenance. 
administration, operation, etc. Today the Indian Railways is the second largest 
railway network and the largest under single management in the world. With its 
wide network spread across the length and breadth of the country, it reaches out 
to every nook and corner from snow-caped mountains in the North to the sunny 
sand-beaches marked by the Indian Ocean in the South, from the lush 
evergreen and dense rainforests in the East to the vast, barren and golden sand-
deserts in the West. It annihilates distances and cuts across all geographical 
barriers to enable the people to intermix. Today it carries more than 13 million 
passengers daily on about 8,500 passenger trains with more than 40,000 
passenger coaches over more than 63,000 km of its route network and connects 
about 7,000 railway stations across the length and breadth of the country. 
However, it lacked in improving its organisational and managerial 
environment, which has been production-driven and continuously ignored the 
customer focus. Though this had partly been because the railway has been 
overburdened with its social obligation; the monopoly status, which the railway 
enjoyed, also helped it to get away with neglecting the market realities. Above 
all the uncritical attitude of the average rail users, who view the service of the 
railway as neither their right nor their responsibility and take whatever is given 
to them uncritically, has further distanced the railway services providers from 
its users. The inadequacies and inefficiencies of the railway services are even 
more evident while it deals with tourists as consumers of its services, despite its 
huge potential to meet the requirements of this growing market. 
India is a high potential tourist destination with diversity in culture, 
history, traditions, languages, climate, physiography etc. and Indian Railways 
cuts across all these barriers and reaches out to every nook and comer of the 
country. It has a vast potential to promote tourism on its tracks, not only in that 
it reaches out to places throughout the country and has some competitive edge 
over the other means of transport but also in being a complete tourist product in 
itself. The heritage of Indian Railways acquired through 150 years of its history 
bears an immense nostalgic appeal. It has become a treasure house of old steam 
locomotives, saloons, colonial railway stations and bungalows, unique 
construction, buildings, ghats (river jetties), tunnels etc., which makes it second 
to none in the world in terms of heritage value. It has five hill railways to its 
credit; many of them still run by old steam locomotives, evoking the memories 
of a bygone era. These hill railways chug up the mountain slopes with 
breathtaking views enroute and hardly have any match in the world. The 
special luxury tourist trains such as 'Palace on Wheels', 'Royal Orient', 
'Deccan Odyssey' etc., have become the talk of the international tourist circles. 
The unique heritage train, 'Fairy Queen', hauled by the world's oldest steam 
locomotive in working order, is a treat not only to the rail enthusiasts but to all 
alike. 
Estimates show that about 38.77 percent foreign and about 30.15 percent 
of domestic tourists in India prefer to travel by rail. Though, the percentage of 
domestic tourists preferring the railway is comparatively low. However, even 
this share is significant to attract the attention of the policy makers as it 
constitutes about 1.2 percent of the 13 million passengers traveling on Indian 
Railways daily. The railways in the country however remained unresponsive to 
and uncaring for the needs and requirements of the dynamic and growing 
tourism market. It generally treated tourists merely as passengers and never 
made any distinction between a tourist and a normal traveler. 
Ever since the independence of the country various expert commissions 
and committees on tourism, time and again, highlighted the role that the 
railway could play in the promotion of tourism in India. But it hardly ever 
made any efforts to work for the promotion and development of tourism till 
1980s, when the railway authorities envisaged to make some concerted efforts 
in this direction. The efforts so involved were initially focused on the 
promotion of foreign inbound tourism because of its ability to generate the 
much-needed foreign exchange. Special tourism projects on rails, such as 
'Palace on Wheels', 'Royal Orient' and 'Fairy Queen', were launched to cater 
to the high-spending foreign tourists. 'Palace on Wheels' was first of its kind in 
the country. The project was launched with the major objective of promoting 
India as a tourist destination abroad in general, and rail-based tourism in 
particular. Though the 'Palace on Wheels', by and large, succeeded in its 
objectives and received an overwhelming response from foreign tourists, no 
serious attention was given to the existing mail/express trains going towards 
important tourist destinations, which could have catered to the growing 
domestic tourism market. The ever-growing domestic tourism market therefore 
remained almost completely neglected over the years. 
Also several schemes and incentives like 'Indrail Passes', one year 
advanced reservation facilities, separate booking countries at important 
reservation centers, 'foreign tourist quota' on specific trains and GSA facilities 
abroad were offered to foreign tourists. Some schemes like 'circular journey 
tickets', 'break journey' and 'onward journey' options and provision of special 
coaches/trains for group travel etc., were extended to domestic tourists. All 
these schemes and incentives are good only as long as these are utilised. But 
except for Indrail Passes, which evoked a good response from foreign tourists, 
all the other incentives and schemes remained largely unutilised in the absence 
of any differentiation made between a tourist and a normal traveler. Also the 
procedures involved to avail these facilities were, and still are, so lengthy, 
cumbersome and tedious that the tourists rather prefer to not to avail them. 
However, during last little more than one decade, there has been a 
positive shift in the Indian Railways' policy as it has now envisaged to induct 
professionalism into its system, to restructure and to reform and to diversify 
into the peripheral areas related to its core business of transportation. The 
tourism promotion has been put high on the agenda and the railway is 
committed towards bridging the symbolic hiatus with the sector. Apart from 
being a facilitator of tourism transport, it is now assuming the role of a tour 
operator, information bank and a hospitality bureau. It is now all set to market 
itself with its long romantic history and heritage as a tourist product. It has 
been trying to adopt itself to the challenges posed by the highly dynamic 
tourism market. 
Tourism business, however, calls for professional skills and dynamic 
management structure that has far more common with a corporate work culture 
than a government department. This realisation more recently, led Indian 
Railways to establish a separate railway company - IRCTC. This specialized 
tourism company has been set up with the objectives of consolidating the 
existing fragmented and unorganised rail tourism and catering services, and 
promoting value added tour packages on Indian Railways network through 
increased private participation. The establishment of this company has raised 
hopes for the better future of the rail-based tourism in the country. 
However, to make all this happen and to contribute to the overall 
development of tourism in general and achieving the objectives of promoting 
rail-based tourism in particular, Indian Railways will have to strive hard. It 
must formulate a strong rail-tourism policy under its overall policy framework 
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and in consonance with the overall National Tourism Policy of India. It must 
differentiate the consumer called 'tourist' from the wide set of consumers 
called 'travelers' or 'passenger' with whom they are tangled and maintain a 
database pertaining to both domestic and foreign tourists. This will, on the one 
hand, become basis for drawing objectives for an effective rail tourism policy 
and, on the other hand, will facilitate as a yardstick for the measurement of 
intended results and unintended consequences of such policy measures. The 
separation of tourists will also help Indian Railways to effectively implement 
the special schemes and incentives available to tourists. 
It is also necessary that Indian Railways removes all the bottlenecks, 
which have acted as serious constraints in the promotion of rail-based tourism 
in the country. The need of the hour is to create adequate facilities to meet the 
requirements of anticipated tourist traffic and evolve a high degree of 
coordination with other agencies related to tourism to avoid duplication of 
efforts and to optimise the use of available resources. Also the important thing 
is to give personalised and specialized attention to the needs and requirements 
of the tourists. 
Indian Railways must also focus on the seven key areas as identified by 
National Tourism Policy of Government of India, released in May 2002, viz. 
Sawagat (welcome), Soochna (information), Suvidha (facilities), Suraksha 
(security) Sahyog (cooperation), Samrachna (infrastructure) and Safai 
(cleanliness) as a thrust to tourism development. The concerted efforts towards 
all these key areas will in the long run benefit Indian Railways in general and 
its efforts to promote rail-based tourism in particular. 
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1.1 Introduction 
The promotion and development of tourism in a country lies on the 
shoulders of many stakeholders related to tourism, such as, government, travel 
agents, tour operators, hotel industry, transport operators etc. Indian Railways 
being the prime transporter in India has a major role to play in the promotion 
and development of tourism in the country. With its maiden run on April 16, 
1853 on a 21 mile track between Bombay and Thana (now Thane), Indian 
Railways today reaches out to every nook and comer of the country. Through 
150 years of its service to the nation it engineered social revolution, brought 
about national integration and transformed the economy. Today with its vast 
network spread almost all over the country from snow caped mountains in the 
North to the sunny sand-beaches marked by the Indian Ocean in the South; 
from the lush evergreen and dense rain forests in the East to the vast, barren 
and golden sand-deserts in the West. It annihilates distances and cuts across 
geographical barriers to enable the people to intermix. 
Indian Railways network is today the second largest railway network 
and the largest under single management in the world. It carries more than 13 
million passengers daily, on about 8.500 passenger trains with more than 
40,000 passenger coaches, over more than 63,000 km of its route network and 
connects about 7,000 railway stations across the length and breadth of the 
countr)'. 
The inland transport sector in India is also represented by other major 
transportation modes, viz. road, air and water. However, the rail transport in the 
countr>' has an edge over the others in many aspects. While the inland water 
transport in the countr>' is almost non-existent, the scheduled air transport is 
very limited in its expanse and capacity in comparison to the size and 
population of the countiy. It is also very expensive, therefore accessible to only 
the high-income segment of the population. The rail and road are the prime and 
major transportation modes in the country. While the road transport is preferred 
over short distances and on short notice travel, due to flexibility in its 
departures, the rail transport is preferred over medium and long distances. India 
being a large sized country with widely dispersed tourist destinations; the rail 
transport becomes an obvious choice for a majority of domestic and foreign 
tourists on budget. 
Indian Raih\ays has enormous tourism potential, not only in that it 
reaches out to places and has some competitive edge over other means of 
transport but also in being almost a complete tourism product in itself. Indian 
Railways has always been a fascinating subject for people. The heritage 
acquired by it in the form of steam engines, old colonial railway stations, 
bungalows, unique constructions, old locomotives, saloons, ghats (river jetties) 
and tunnels, through 150 years of its ser\'ice to the nation, bear an immense 
nostalgic appeal. The five hill-railways with breathtaking views, chugging up 
the mountain slopes, hardly have any match in the world. Many of them still 
run by steam engines evoke the memories of a bygone era. The special luxury 
tourist trains; such as 'Palace on Wheels', 'Royal Orient' and 'Deccan 
Odyssey' etc.; have become the talk of the international tourist circles. The 
unique heritage train, 'Fairy Queen", hauled by the world's oldest locomotive 
in working order is a treat not only to the rail enthusiasts but also to all alike. 
However, the Indian Railways by and large remained unresponsive to 
the needs and requirements of the dynamic and growing tourism market. It 
generally treated tourists merely as passengers and no distinction has ever bean 
made between a tourist and a normal traveler. Ever since the independence of 
the country in 1947, various commissions and committees on tourism, time and 
again, highlighted the role that the railway could play in the promotion of 
tourism in the country. Unfortunately, till 1980s the railway authorities never 
took tourism seriously. Though this was partly because the railway was 
overburdened with its social obligations and tourism was considered as a 
luxury; the monopoly status, which the railway enjoyed also, helped it to get 
away with neglecting the market realities. The realisation of immense tourism 
potential during 1980s made the railway authorities to put some efforts in this 
direction and devise some strategies to meet the requirements of this sector. 
Some itineraries for specific tourist circuits were designed and some schemes 
and incentives were extended to the tourists traveling by Indian Railways. 
Special tourist trains such as "Palace on Wheels' and 'Royal Orient' etc. were 
introduced. 'Palace on Wheels" was first of its kind in the country introduced to 
promote foreign inbound tourism particularly that from UK. The project was 
launched with the major objectives of promoting India as a tourist destination 
abroad and generating the much-needed foreign exchange. From the very 
beginning the "Palace on Wheels" received an overwhelming response from 
foreign tourists. Though the 'Palace on Wheels' by and large succeeded in its 
objectives, other schemes and incentives offered by Indian Railways to the 
tourists remained largely unutilized. This has been mainly due to the in the 
absence of any distinction made between a tourist and a normal traveler and the 
cumbersome and tedious procedures involved in availing these facilities. In 
such a situation, therefore, the tourists instead preferred to not to avail these 
facilities. 
However, during last little more than one decade, there has been a 
positive shift in the Indian Railways' policy as it has now envisaged to induct 
professionalism into its system, to restructure and to reform, and to diversify 
into the peripiieral areas related to its core business of transportation. The 
tourism promotion has been put high on the agenda and the railway is 
committed towards bridging the symbolic hiatus with the sector. Apart from 
being facilitator of tourist transport, it is now assuming the role of a tour 
operator, infonnation bank and a hospitality bureau. It is now all set to market 
itself with its long romantic history and heritage as a tourist product. 
Tourism business, however, calls for professional skills and a dynamic 
management structure that has far more common with a corporate work culture 
than a government department. This realisation, more recently, led Indian 
Railways to establish a separate railway tourism company called Indian 
Railways Catering and Tourism Corporation (IRCTC) with the objectives of 
consolidating the existing fragmented and unorganised rail tourism and 
catering services, and promoting value added tour packages on Indian Railways 
network through increased private participation. The establishment of this 
company has raised hopes for Ihc better future of rail-based tourism in the 
country. 
1.2 Literature Review 
Baring a few exceptions, majority of the tourism texts are a product of 
the 1980s and 1990s. Most of them have been written from developed world 
perspective and very few written from Asian or less developed world 
perspective. An examination of these studies indicates that travel and transport 
is a topic frequently cited in relation to its role as a facilitator of the expansion 
of tourism. Yet these tourism studies do not have monopoly on the analysis of 
transportation for tourists. On the other hand the studies on transportation 
indirectly discuss the movement of tourists and the tourist is rarely mentioned 
in these studies as tiie term 'passenger' fails to distinguish between the reasons 
for tourist movement. Thus at a micro level both transport and tourism studies 
fail to provide an explicit and holistic framework in which to assess the 
transportation of tourists. 
A similar situation arises when an examination of studies pertaining to 
railways is carried out, particularly that of Indian Railways. Most of the studies 
on Indian Railways deal with its hisloiy, construction, administration, 
economics, engineering, signaling etc, and lack a concern for its tourism 
aspect. Even the studies, which deal with the passenger transportation aspect of 
Indian Railways, fail to distinguish between a passenger and a tourist. 
Nevertheless there are few works, which directly focus on the tourism aspect of 
Indian Railways but these are more as travel guides or travelogues and have 
less academic relevance. Thus the literature review with regard to the present 
stud>' reveals that except for a very few books and scanty articles in 
newspapers and journals or magazines, etc., very little work has been done, 
both at the organisational as well as academic levels, with regard to the subject 
under stud}'. A review of these studies is given in the foregoing paragraphs. 
\ Jordan; et ai [1989] through their study give intensive information 
about the various tourist places in the country connected by Indian Railways 
network. With a brief about all do's and don'ts on Indian Railways. The study 
goes on to give a comprehensive description of various tourist spots in the 
country. The study is a very good pictographical representation of Indian 
Railways and the sights it passes through. It is, however, more a guide for 
tourists on Indian Railways than a work of any academic interest. 
^ Ellis [1989, 1997] in his book, which is a guide-cum-text for rail 
enthusiasts focuses on foreign tourists on Indian Railways. His study brings 
out. on the one hand, all Ihc nuts and holts advises on each facility on Indian 
Railways for tourists; and on the other hand, it critically analyses nil these 
facilities and amenities for tourists on it. However, the study does not suggest 
measures to improve these facilities. 
3 Silas's [20011 work is perhaps the first of its kind brought out by any 
Indian author for the cause of promoting rail-based tourism in the country. The 
work is. however merely a tourist guide, aptly describing the various 
destinations in the country, facilities available and do's and don'ts during a 
railway journey in India, etc. The work by the author fails to comprehend the 
present or future scenario of rail-based tourism in the country and has 
uncritically discussed the facilities and amenities for tourists on Indian 
Railways. 
^ Haider [2000] stresses on the railway to be commercial and customer 
oriented. His study brings out information on almost all aspects related to both 
passenger and freight operations of Indian Railways. He has in detail dealt with 
the subjects like passenger amenities, ticketing procedures, reservation and 
refund rules and passenger grievances etc.. but surprisingly, makes no mention 
of any tourist facility on Indian Railways. 
^ Sekhar [2002] through his work sheds light on the future challenges 
before Indian Railways. He puts the commercial viability, customer orientation, 
marketing, diversification and optimisation of activities to earn extra revenue 
through mobilisation of unconventional resources, as key challenges before 
Indian Railways in future. The author makes some significant suggestions with 
regard to freight transportation but ignores to suggest any measures to 
overcome the challenges in passenger transportation. 
^Bezbaruah [2000] makes a brief but much informative study of tourism 
potential of Indian Railways. The study focuses on the promotion of Indian 
Railways heritage as a tourist product. It has also been suggestive with regard 
to rail-based tourism promotion in tiic country. 
7 Sinha [1998] studies different modes of transportation and their 
significance in tourism development. He critically studies various aspects of 
different transportation modes and their comparative strengths and weaknesses 
within the total tourism system. Though, the study delves deep into the 
significance of transport in tourism, the various case studies undertaken in the 
study relate to the developed countries, such as, USA and UK, but fails to study 
the subject in the context of less developed and/or developing countries like 
India. 
^Bhaiidari [2002] in his siud\' focuses on the historical development of 
Kalka-Shimla Railway (KSR) and the changed travel scenario in this hilly 
region, in terms of time and com fort, by introduction of this railway line. 
Although, the study mentions the efforts by KSR to promote tourism during 
initial years of its inception, it fails to bring out the present tourist operations of 
KSR and lacks a focus on the future potential and challenges before KSR in 
promotion and development of rail-based tourism in the region. 
^ Bhandari's [1987] study starts with a brief introduction of the jiistoiical 
development of Indian Railways and then goes on to discuss the broad picture 
of South 1-astern Railway (SER). I'he history and the present charm of each 
section have been discussed. However, the study fails to focus on the tourism 
potential of SER. 
\ Lohani [2001] through his presentation has brought about a detailed 
study of the railway's tourism potential in India. After pointing out various 
existing and potential rail-basctl tourism products on Indian Railways nclwori<, 
the author goes on to suggest measures for their development and promotion. 
The study is focused primarily on the promotion of domestic tourism on Indian 
Railways. 
*' Sharma [20001 through her article has critically analysed the initiatives 
and policy measures taken by Indian Railways to promote rail-based tourism in 
the country. The study is critical of the past attitudes of the railway policy 
makers towards tourism but at the same time is optimistic about the recent 
shifts in the fociis of railway authorities to promote rail-based tourism in the 
country. 
' Khosla's [1988] work is considered as one of the most important and 
authentic studies in the organisation of Indian Railways. It delves deep into the 
Indian Railways" histor}' and its development after independence. The book is 
however, more exploratory and less suggestive. It has dealt with almost all 
aspects of Indian Railways from admiiiisUation to operations, accounts and 
finance, signaling and construction etc. But the study makes no mention of 
Indian Railways" significance in tourism transportation. 
'-Sahni [19531 primarily focuses on the historical evolution of railway in 
India, its construction, administration and management. However, unlike other 
studies of the similar context it briefly mentions the significance of Indian 
Railways in the promotion of tourism in the country (pp 136-138). 
^^Bhandari [1984| studies all the five hill-railways in the country; iheir 
histor>'. geography, landscape and construct ion etc., in detail. But, surprisingly, 
the study fails to draw its attention towards the tourism potential of these hill-
rail\\a>s despite the fact that these have been prime attractions for tourists, on 
Indian Railways network, throughout their historical past. 
'^>Hamiiiond's |1964| is ;i very rclovanl study of its times, vvhicli studies 
the rail transport in comparison to the newly emerging air transport of 1960s. 
After a brief historical overview oi' railways in American and European 
context, the author explores the strengths and weaknesses of railways as 
compared to air transport. The author viewed air travel taking over at places 
where the rail transport links were cither unacceptably slow or did not exit and 
found the problem as being universal. 
ifcAgai-wal [2004] highlights the need md requirement of efliciency, 
effectiveness and aspects of ethics, in Indian Railways" management. The 
author has taken systems approach to deal with the subject. The study 
thoroughly brings out the post-independence, contemporary and future aspects 
of management, finance, administration, modernisation, privatisation, 
globalisation and human resource development etc., of Indian Railways. The 
study, however, fails to draw its attention towards the recent shifts in Indian 
Railways policy to promote rail-based touri.sm in the country, which the study 
of this type should have considered. 
^' Ghosh [2002] carries out a revealing study of price cuts by domestic air 
carriers and their impact on Indian Railways. The fare cuts by domestic carriers 
in 2002 led to the speculation that Indian Railways would lose the market share 
in passenger transportation (in upper classes) to domestic air carriers. The 
author in this study, supported by revealing figures, maintains that the 'threat 
from the sky' is a mere exaggeration and it could be reversed to the 'threat to 
the sky,' provided the railway adopts some market oriented tactics, than 
adhering rigidly to the ambience prevailing in the government run enterprises. 
\^ Aganval [2002] through his study tries to view the organisation of 
Indian Railways in totality for arriving at a 'Sustainable Action Plan'. Though, 
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the sludy does not directly menlioii tourism on Indian Railways but the focus of 
the study on customer orientation, cost consciousness and revenue generation 
through non-conventional sources, such as catering and development of rail 
corridors etc.. is an indication that (he sludy is relevant to the subject ol" rail 
tourism. 
l^ ^Cliadha [2000] in his article gives a brief but comprehensive over\ iew 
of the past, present and future of Indian Railways. The study is critical of the 
poor operations of Indian Rail\va>s, particularly when dealing with the growing 
competition from road sector. Ihe study is optimistic about the tourism 
potential of Indian Railways, but fails to bring out suitable measures and 
suggestions to trap this dynamic and growing market. 
*^ ONarain [2000] focuses on the commercial viability as the crucial 
challenge before Indian Railways in the future. Though the study does not 
make any differentiation between a tourist and a normal passenger, it is critical 
of the attitudes of the railwaymen in not volunteering towards the customer 
orientation, the lack of which has put a question mark on the future commercial 
viability of Indian Railways. The study puts customer focus, change in 
attitudes, orgnaisational reforms and market determined transport packages etc. 
as the key areas where the Indian Railways requires an increasing attention. 
'^Mitra [2002] in his article delves into the romance of rail travel in India. 
The author critically studies the initial hesitation and then subsequent 
familiarity of Indian public with these iron-rails. The study however, fails to 
bring out the present situation of railway journeys in India. 
'^ •'^ CowsJiish [2000] in his article, though does not differentiate tourists 
from normal passengers, critically analyses the passenger amenities on Indian 
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Railways. However, no effective measures have been suggested to improve tiie 
passenger performance of Indian Railways. 
2l)Haq & Malik [2004] in their paper bring out a detailed study of tourism 
potential of Indian Railways. They study in detail the present scenario and 
future prospects of rail-based tourism in the country. The study, though 
suggestive in many aspects, lacks in suggesting effective measures in others. 
Saxena's [1991] work studies the growth and development of Indian 
Railways during 1950 to 1995. With the help of over two hundred tables, charts 
and graphs etc., the study covers almost all aspects of growth and development 
of Indian Railways. It concludes thai the railway in India has been a source of 
macro-economic growth and socio-economic transformation. Although, almost 
every aspect of Indian Railways is studied, but at the same time it fails to 
recognise the tourism aspect of Indian Railways. 
^ Sarkar [1998] through his study critically analyses the nature, 
motivation and changes in the development of tourism in India. The study is 
primarily focused on the problems of tourist infrastructure in the country. The 
study recognises the significance of Indian Railways in the promotion of 
tourism in the country and also brings out the problems encountered by Indian 
Railways in meeting the needs and aspirations of tourists. However, the study 
is less suggestive in bringing out remedial measures to overcome these 
problems. 
^fe»Savio's [2001] work is a beautiful photographic-cum-text treatise of the 
world's most famous railway tours. From Indian Railways only Darjeeling 
Himalayan Railway (DHR) and Royal Orient have been included. The trains 
like Palace on Wheels and Faiiy Queen do not find their place in this study. 
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^ iRoss [2000] through his study primarily focuses on the need for better 
planning, designing and management of modem railway stations. He has gone 
into detail about the cleanly attractive designs of the railway stations to attract 
the customers and meet their requirements thtough better planning and 
management of facilities in and around the station. The study also highlights 
the need for staff training for the better handling of customers. 
1.3 Research Gap 
Almost all the studies conducted so far on Indian Railways show that the 
tourism aspect of Indian Railways has largely been neglected and does not find 
I 
a due place in these studies. These studies focus on different aspects of Indian 
Railways, such as history, administration, management, pricing, engineering, 
2 
signaling, rolling stock etc. Except Jor a few scanty articles and papers, none of 
these is specific in dealing with the tourism aspect of Indian Railwaysr'Also 
there has been no major academic or organisational level research done on this 
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aspect of Indian Railways. 
The limitations of the existing studies on the one hand and the recent 
limited attempts, both at organisational as well as academic levels, to deal with 
the subject of rail-based tourism in the country on the other, leave a gap for 
making a study to explore the potential and review the performance of Indian 
Railways with regard to its role in the promotion of tourism in the country^ 
1.4 Statement of the Problem 
Indian Railways has immense tourism potential not only in that it 
reaches out to places throughout the length and breath of the country and meets 
the travel requirements of the major portion of the tourist market, but also 
because of its enormous potential as being a tourist attraction in itself 
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Estimates show about 38.77 percent of foreign and about 30.15 percent 
of domestic tourists prefer to travel by rail in India. The percentage of domestic 
tourists preferring the railway seems to be low. But even this percentape is 
significant to attract the attention of the policy makers, as it constitutes about 
1.2 percent of the 13 million passengers traveling on Indian Railways daily. 
The railway in India, ho\vever, remained largely unresponsive to this 
segment of travelers. It always treated tourists merely as passengers and hardly 
ever made any efforts to work for the promotion of tourism till 1980s, when the 
railway authorities envisaged to make some concerted efforts in this direction. 
Various steps were taken by Indian Railways to promote rail-based tourism in 
the country. Specific itineraries were designed and various schemes and 
incentives extended to attract the tourists. Notwithstanding all these measures, 
the overall performance of Indian Railways with regard to promotion of 
tourism remained dismal. The poor performance is mainly because of its failure 
to properly implement these initiatives and strategies in their true spirit. In the 
years to come the situation is likely to become more critical as the ongoing 
efforts in the improvement of road transport infrastructure start bearing fruit, 
more so when the road transport has already made inroads in long distance 
passenger transportation, which should actually go to the railway. 
Despite the above situation the ongoing shift in the railway polic\', to 
meet the requirements of the highly dynamic and growing tourism market and 
the establishment of IRCTC as a specialised rail-tourism company, has raised 
hopes for the better future of rail-based tourism in the country. However, this 
can only be possible, if the Indian Railways works for the effective 
implementation of its policy decisions. 
14 
Against this backdrop, the need for a comprehensive and systematic 
study of rail-based tourism potential of India and the role that Indian Railways 
has played and could play in its promotion is imperative. The present study is 
intended to go a long way in making a significant contribution to the 
knowledge and understanding of the potential of rail-based tourism in the 
countr>' and the problems the railway has faced or is facing in its promotion. 
1.5 Research Design 
The study is primarily concerned with the role of Indian Railways in the 
promotion ol" tourism and other interrelated aspects of rail-based tourism in 
India. However, an attempt has also been made to establish a general 
relationship between transport and tourism. The study is exploratory in its basic 
nature. But it is also descriptive and suggestive as well, while analysihg certain 
decision variables and policy Imperatives. While the known determinants in the 
study are analysed in detail, for imknown factors an exploratory approach has 
been adopted to establish a causal relationship with the subject under study. 
The overall design of the study follows the steps of setting objectives, 
developing hypothesis, defining scope and specifying methodology adopted. 
These are described in the same order as follows. 
1.5.1 Objectives of the study 
The present study has been undertaken to examine and evaluate the role 
of Indian Railways in the promotion of tourism and to study the performance of 
'Palace on Wheels'. Precisely the whole study aims at the following objectives: 
1. To study the performance of Indian Railways with regard to the 
promotion of tourism. 
2. To examine the usage of Indian Railways by the tourists. 
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3. To review the initiatives taken and strategies adopted by Indian 
Railways to promote rail-based tourism. 
4. To analyse and examine the performance of tourist-specific trains 
especially the 'Palace on WheeP. 
5. To identify the problem areas: and finally 
6. To suggest suitable remedial measures to overcome the problems and 
achieve accelerated growth of rail-based tourism in the country. 
1.5.2 Hypotheses 
In consonance with the aforesaid objectives the following hypotheses 
have been laid for verification and conllrmation. 
1) That, the Indian Railways has an enormous tourism potential on and off 
its tracks. 
2) That, it could play an important role in promoting India as a tourist 
destination. 
3) That, the Indian Railways has by and large lagged behind in effectively 
and efficiently utilizing its tourism potential. 
4) That, the prospects of rail-based tourism in India are bright. 
1.5.3 Methodology Adopted 
The methodology adopted with regard to tools and techniques used and 
the pattern of statistical analysis employed has been determined in consonance 
with the set objectives. During the course of the study both the descriptive and 
analytical techniques have been used. 
1.5.3.1 The Approach 
To achieve the objectives of the study and to test the developed 
hypotheses both primary and secondary sources of data have been used. 
However, the significant part of the study is based on the secondary data 
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obtained from the relevant organisations and agencies, publisiied and 
unpublished materials available at zonal, regional and national levels. The data 
have also been obtained from research papers, articles, seminar and conference 
papers, journals, bulletins and newspapers. The books, annual reports, 
directories and statistical yearbooks have also been consulted to obtain the 
relevant information. 
Besides the secondary sources some firsthand information has also been 
collected through in-depth formal and informal discussions and interviews with 
the tourists, travel agents, experts, higher and middle level officials in the 
Ministry of Railways, officials at Indian Railways Catering and Tourism 
Corporation, Rajasthan Tourism Development Corporation, Ministry of 
Tourism and other relevant agencies. These primary sources of information 
have helped in a big way to fill the gaps in secondary data, wherever necessary. 
1.5.3.2 Data Sources 
As mentioned earlier the data and information, gathered during the 
course of the study, has been obtained form both secondary as well as primary 
sources. 
1.5.3.2.1 Secondary Sources 
The secondary sources for data collection and literature review included: 
- I Ministry of Railways, Government of India, New Delhi. 
- 2- Indian Railways Catering & Tourism Corporation (IRCTC), New Delhi. 
- 3 Ministry of Tourism, Government of India, New Delhi. 
- Ij India Tourism Development Corporation (ITDC), New Delhi. 
- S" Nafional Rail Museum (NRM), New Delhi. 
- ^ Indian Steam Railway Society (ISRS), New Delhi. 
- "7 Northern Railway (NR) headquarters. New Delhi. 
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S Rajaslhan Tourism Development Corporation (RTDC), Jaipur. 
^ Railway Board Library, Rail lihawan. New Delhi. 
- |D Rail Transport Library & Stud) Center, New Delhi. 
I) I.ibrar\. National Rail Museum. New Delhi. 
- 12'Central Libraiy, .lawaharlal Nehru University, New Delhi. 
13 Maulana Azad Library, AMU. Aligarh. 
l^ Seminar Library, Department of Commerce, AMU, Aligarh. 
1.5.3.2.2 Primary Sources 
The primary information is obtained mainly through discussions and 
interviews with the following sources: 
Director Tourism (DT), Ministiy of Railways, New Delhi. 
Officer on Special Duty (OSD) Directorate of Tourism, Ministry of 
Railways, New Delhi. 
Chief Public Relations Officer (CPRO), Ministry of Railways, New 
Delhi. 
Editor (English), Indian Railways, Ministiy of Railways, New Delhi. 
Director Marketing, IRCTC, New Delhi. 
Senior Manager Tourism, IRCTC. New Delhi. 
Director, National Rail Museum, New Delhi. 
Group General Manager, Northern Railways, New Delhi. 
Executive Director, RTDC, Jaipur. 
Senior Manager, 'Palace on Wheels', RTDC, Jaipur. 
1.5.3.3 Analysis of Data 
For the analysis and interpretation of data, wherever necessary, the 
simple and primary statistical measures and techniques such as share 
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calculations, growth rates, simple averages and weighted averages etc. have 
been applied. 
1.6 Scope of the Study 
The scope of the study is wide in lernis of period coverage, but at certain 
places shorter time periods have been used on account of scarcity of data. 
However, in terms of product and market coverage its scope is limited. 
Through this study the Indian Railways" policy for promotion and development 
of tourism in the country has been reviewed for which the period covered is 
significant. 
The tourist products available on Indian Railways network are numerous 
but only major ones have been covered. The market coverage is also limited 
owing to non-availability of data on certain aspects, such as domestic tourisnn 
on Indian Railways. 
The scope of the study with regard to 'Palace on Wheels' is wide in 
terms of period and market coverage. However, the study limits its scope while 
evaluating the financial performance of 'Palace on Wheels', owing to non-
availability of data. 
However, all possible endeavours have been made to include the latest 
information, wherever available, and greatest possible care has been taken to 
not to allow the inhibiting factors to affect the overall findings of the study. 
1.7 Limitations of the Study 
The statistical data d uring the course of the study have not been 
collected with accurate scientific specification due to certain limitations. While 
every possible endeavour has been made to substantiate the available facts and 
figures presented in the study, it is perhaps possible that some inaccuracies may 
have crept in. The present study, therefore, may not be taken as the statistically 
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balanced measure of the subject studied. The findings of the study might be 
verified and tested through lurther investigations. The main limitations of the 
present study are: 
a) The most telling limitation of the study has been the non-availability of 
data on certain aspects, for example, the Indian Railways has never 
maintained any data regarding domestic tourists traveling by it. Even 
whatever data is available about foreign tourists it is fragmented, 
undocumented and not compiled properly. 
b) Different sources have been contacted to avail maximum possible data 
and infomiation. but it v^as observed that different sources of 
information give different data regarding the same aspect. 
c) It was difficult to get the information at the grass root level through 
direct contact with tourists on Indian Railways in absence of any 
differentiation made between the tourists and nomial passengers by 
Indian Railways. However, an attempt was made to reach the tourists on 
the .selected tourist specialty trains, like 'Palace on Wheels" and Fairy 
Queen through questionnaires, but after a long run from pillar to post to 
get the official permission, the scholar was denied the permission to do 
the questionnaire on these (rains. 
d) The related organisations neither publish nor properly maintain the data 
and information related to the subject under study. They also do not 
allow outsiders to access to their official records and internal working 
etc., on the pretext of maintaining secrecy. This has also restricted the 
data availability. 
1.8 Synoptic View of the Study 
Based on the set objectives, hypothesis developed and the methodology 
adopted, the present study is divided into seven chapters. Chapter One deals 
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with the introduction of the study. Its objective is to make a survey of the 
available literature in the field ol" tourism transportation, particularly ihat 
pertaining to tourist-transportation aspect of Indian Railways. The objectives 
and findings of such studies liavc been reviewed in brief in this chapter. Ihis 
chapter also covers the objectives, hypotheses developed and the design 
adopted for the present study. 
Chapter Two is devoted to establishing a relationship between tourism 
and transport and the role that transport has and is playing in the total tourism 
system. Chapter Three gives a brief profile of historical development of Indian 
Railways. This chapter also critically reviews the functioning and performance 
of Indian Railways in passenger transportation before and after the country's 
independence. 
Chapter Four makes an attempt to critically examine the role played by 
Indian Railways in the promotion of rail-based tourism in India. The tourism 
potential and performance of Indian Railways with regard to both foreign as 
well as domestic tourists has been discussed in detail. The existing and 
potential tourist products on and off the tracks of Indian Railways have been 
discussed in Chapter Five. A detailed description of each available tourist 
product with regard to rail-based tourism has been brought out in this chapter. 
Chapter Six makes an attempt lo critically analyse and interpret the 
functioning and performance of tourist speciality train, 'Palace on Wheels". A 
brief review of its historical background and genesis has also been given in this 
chapter. Finally. Chapter Seven brings out the conclusion of the study. Some 
suggestions are also proposed and directions for further research are discussed 
in this chapter. 
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An efficient transportation system is a pre-requisite for sustained 
economic development. It is not only the key infrastructural input for the 
growth process but also plays a significant role in promoting national 
integration. It is the effective and efficient transport infrastructure, which paves 
the way for fast and sustainable socio-economic changes in any society. More 
so for the developing and under-developed societies, which face enormous 
competition from the developed world in the present liberalised setup of the 
world markets. The transport system plays a prominent role in promoting the 
development of the backward regions and in integrating them with the 
mainstream economy by opening them to trade and investment, which 
otherwise will remain isolated from the national and international markets 
despite the presence of rich and valuable resources of whichever kind and 
nature. 
Transport thus plays a necessary part, not only in facilitating the 
movement of goods and passengers but also in the development of services. 
The services by their nature perish on the instant of their performance, so the 
customer must be transported to the place at which the service is performed. 
The importance of transport becomes more significant in case of the services, 
which cannot be moved, and by their nature cannot be preserved for the fliture 
utilisation. Therefore, the movement of consumer to service-generating 
locations, in time, becomes necessary. This link between the consumer and 
service-generating areas is provided by the transport. 
Tourism by definition necessarily involves the movement of people 
from one place to another, i.e.. from tourist-generating areas to the tourist 
destination areas. This link between the tourist-generating and destination areas 
is necessarily provided by the means of transportation in one form or another. 
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Therefore, the means of transportation constitute an integral part of any tourism 
product. It has widely been observed that the adequate transportation 
infrastructure and access to tourist-generating markets has always been an 
important pre-reqUisite for the development of any destination. Chris Cooper. 
John Fletcher et al [1993]' argue that, in most cases tourism has been 
developed in areas where extensive transportation networks were in place. The 
fact that in most destinations worldwide the traveler can find adequate 
hospitality and leisure facilities close to transportation terminals demonstrates 
this point. 
2.1 Transport and Tourism 
Tourism is about being elsewhere, and a major component of any tourist 
activity must necessarily be an element of transportation." Transportation is a 
basic component of tourism and its development. In fact, it can be said that the 
concept of travel (for tourism) came about with the invention of transportation 
facilities. The development of new, more efficient and speedier means of 
transportation, and improved communication facilities, have resulted in greater 
travel by people, growth of trade and commerce and increased volume of 
traffic. 
The movement of large number of people from one country to another 
and across the continents has been possible only because of advancements in 
means of transportation, such as. ships and luxury ocean-liners, trains, 
motorised transport and aero planes. These have made ones individual world 
smaller in general and there is now no place that one cannot reach quickly and 
convienientl>.' 
Tra\el is an inherent aspect of tourist activity. A tourist by definition 
must travel away from home, where he or she normally lives or works. The 
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movement of people from one place to anolhcr is thus basic to the phenomenon 
of tourism. Burkart and Medlik 11974|"' view tourism as a phenomenon which 
is variousl)' interpreted for particular purposes, and put forward that there arc at 
least three particular aspects of tourism, which usually need to be defined. 
These aspects according to Burkart and Medlik are (a) purpose of travel or visit 
(b) time element and (c) particular situations. 
Wahab 11975J opines about the anatomy or structural framework of the 
tourism phenomenon as composed of three elements, namely, Man, Space and 
Time. The time element in the total tourism phenomenon, referred to by the 
above tourism thinkers, is variable in line with the distance between the points 
of departure and the destination areas/countries, modes of transport used and 
the duration or length of stay at the destination, etc.^ The time aspect covers the 
total duration from the beginning of the journey to the time when the tourist 
returns back to his or her home, and the transportation, definitely, influences 
this total duration (time factor). Since the tourism process is greatly influenced 
by the factors of time and distance, it becomes intimately dependent upon 
transportation. 
Sinha [1998f is of the view that, to understand the complexity and 
relationship, which co-exists between tourism and transport, one needs to build 
a framework which can synthesise the different factors and processes affecting 
the organisation, operation and management of activities associated with tourist 
travel. The objective of such a framework is to provide a means of 
understanding how tourists interact with transport? the processes and factors 
involved, and effects on travel component of the overall tourist experience. 
Different scholars and researchers used different methodologies and 
approaches to understand the nature and the organising framework of the total 
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tourism phenomenon, and transport has appeared to be a vital and integral part 
of total tourism phenomenon in all these studies. There are many who viewed 
the activity of tourism as an application of individual disciplines, for example, 
an approach from Geography [Boniface & Cooper (1987) and Burton (1991)], 
Economics [Holloway (1989) and Mill (1990)] or other disciplines. A multi-
disciplinary or an inter-disciplinary approach has also been adopted. Many 
tourism thinkers adopted a systems approach [Laws (1991), Gilbert (1990) & 
Leiper (1990)]. and transport never soi/cd lo find a prominent place in the total 
tourism phenomenon in all these dilTcrcnl approaches. It will be out of the 
scope of the present study to discuss the complete range of these approaches to 
tourism. However, to best understand the relationship, which co exists between 
transport and tourism, the Leiper's model of'Basic Tourism System' has been 
reproduced in Fig. 2.1 
Figure 2.1: Leiper's Model of Basic Tourism System 
IX-parliiii; loiirisls 
Transit 
Kclurning lodrisi 
Environment: Human, socio-ciilliiral cciiiidiiiie. icchnological, physical, political, legal, etc. 
Location of tourists and tourism & transport industry 
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Leiper [1990]' defined a system as a set of elements or parts that can be 
connected to each other by at least one distinguishing principle which connects 
the different components in the system around a common theme. The Lieper's 
model (Figure 2.1) allows to identify various industrial sectors, which interact 
to make a tourism system. For example, travel agents and tour operators are 
predominantly found in the tourist-generating region, attractions and hospitality 
are found in the destination region, while the transport industry is located in the 
transit-route region. In Lieper's analysis, transport thus forms an integral part 
of the tourism system, connecting tourist-generating areas with tourist 
destination regions. No doubt transportation modes also exist at the destination 
region, but in tourism phenomenon they are more a destination product than a 
means of transportation. 
The other important function of transport relates to accessibility. It is a 
crucial factor as it is a means b}' which a tourist can reach a destination area. 
Bhatia [1991] opines that, tourist attractions of whatever type would be of 
little importance, if their locations are inaccessible by the normal means of 
transport. He further argues that if the tourist attractions are located at places 
where no transport can reach or where there are inadequate transport facilities, 
these become of little value. 
Sinha [1998]'' opines thai acccssibiMty is a function of distance from 
centers of population, which constitute tourist markets, and of external 
transport and communication, which enables a destination to be reached. Thus, 
the accessibility of a place (tourism destination) is a function of the 
transportation facilities available to that place. The more a place is connected 
by the means of transportation, the more accessible it is to the people (tourists). 
If a tourist attraction is located at a place where no transport can reach or where 
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there are inadequate transport facilities, it becomes of little value to the tourists 
and hence its potential resources remain unutilised. 
2.2 Development of Transport and Growth of Tourism 
A significant and one ol' the most relevant elements in the tourism 
equation is in terms of transportation. In fact, this essential factor has also 
passed through a long process comprising a full range of stages: from man's 
feet to horses, stage coach, water transport, railroad, automobile and motor-
coach transport, and finally air transport.'" The development of transport and 
the growth of tourism show a close interrelationship throughout the historical 
past. In fact, the growth of tourism has gone hand-in-hand with the 
technological advancements; particularly in the field of transportafion. This can 
very well be understood by the fact that travel in the distant past was not 
undertaken for the purposes of pleasure, since the motive was not to seek 
holiday from the work situation." It is not that the man had no desire for 
pleasure. In fact, the desire for pleasure was there ever since the evolution of 
man himself, but the travel was limited to a few activities because of the 
hazards and dangers it involved in the absence of any safe means of transport. 
The only mode of transport was either the back of a horse or on foot. The 
traveler, therefore, was a trader, a pilgrim or a scholar in search of 
knowledge.'^ 
Accordingly, the traveler, not the tourist*, of these times traveled mainly 
on foot or on animals. Animals were mainly being used for carrying load. The 
other means of transport present were the boats and the wheeled vehicles drawn 
b>' animals, mainly by horses. The movement from one place to another, in 
As the traveler of these times would not meet any aspect of the present day, established definition of 
• Voiirisf. 
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general was hazardous and uncomfortable, more so to cover long distances, as 
the travel time was very high. The same distance, which can be covered at 
present in hours, with the modern transportation means, would take days and 
months. The problems in the movement from one place to another were 
enhanced by the road conditions, which were frightening, horrible and 
unnerving. The roads were poorly constructed, rutted and in the rainy and/or 
winter season, gravely cut and grooved by the wagon rolls which moulded the 
whole track into a mass of slime and sludge.''' 
The end of the seventeenth centuiy witnessed the introduction of the 
stagecoach, which was the carrier's wagon - a slow speed transport. By the end 
of the eighteenth century the mail coach was introduced, which by means of 
conscientious organisation and the setting up of suitable staging posts, where 
horses could be changed, resulted in reducing the journey of smaller distances 
from days to hours.'"* Although the poor road surfaces continued to make travel 
uncomfortable, the increased speed compensated, to some extent, as the 
hardship was relatively of shorter time. The problem of ill-made roads, 
however could be overcome only with the introduction of mechanised surfaces 
in the early nineteenth century, i.e., after 1815,'^ and the appearance of 
railways just a decade later came as a respite for the common man, with the 
promise of a measure of comfort. The railways virtually changed the definition 
of travel, which hitherto, was thought to be a cumbersome and hazardous 
activity. The technological advancements in the early 19"^  century, first in 
England and later on in other European and American nations, had a profound 
effect on transport, which resulted in growth of travel in general. The 
development of railways as a result ol' technological advancements was a 
crucial landmark in the history of travel and tourism. 
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2.2.1 The Railways and the Organised Travel 
The present railroad system of the world is the result of more than a 
century and a half of its growth and development. It commenced with the short 
distance railway lines in England in 182()s and gradually, but steadily, spread 
throughout Europe, America, and Asia and to Far Eastern Countries within the 
next few decades. The railways, although primarily introduced for the transport 
of goods, revolutionised the concept of travel, when they started carrying 
passengers in 1830s. The railway link between Liverpool and Manchester, 
which was opened up in 1830 started carrying passengers in addition to freight 
for the first time. In a very little time railways became necessary vehicle for the 
movement of people from the places of their residence to newly formed and 
expanding pleasure spots like seaside resorts."' 
The railways gave unprecedented stimulus to travel in a very short time 
despite the early apprehensions about the railways as being 'devil's workshop' 
or Tire carriages' on the one hand, and on the other hand, the slow response of 
the newl> formed railway companies to take advantage of the various 
opportunities available to them for the expansion of the pleasure travel. This 
was due to the fact that these companies were concentrating on meeting the 
demands of trade and commerce. Gradually the belief of railways as being safe, 
comfortable and at the same time last means of transport coupled with the 
concentration of the railway companies on carrying more passengers resulted in 
the development of short day trips. With more and more interest and 
enthusiasm shown by the public to travel on these iron rails the railway 
companies started organising excursions for the public at special fares, which 
were usually lower than the normal two-way fares. The representative 
passenger fares (special fares) were as low as one penny per mile by rail. This 
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led to the generation of quite large level of demand for rail travel. The rail 
travel being much cheaper as against the stagecoach travel, attracted people 
even from low-income strala. 
Tourism in its present form, which makes millions of people move from 
their homes in search of holidays owes its origin to the organised rail travel, 
which came in the year 1841. when Thomas cook, a very intelligent and an 
active member of Temperance Society of lEngland and a Baptist Preacher of 
Derbyshire, on his way to a Teinperancc meeting in Leicester was inspired with 
the idea of engaging a special train lo carry the friends of Temperance Society 
from Leister to Lough-borough and back to attend a quarterly delegate 
meeting.'" The idea behind was that if the tickets for the trip are bought in bulk, 
he could gel them on a special reduced iare. The same happened, and he bought 
the return trip tickets at a reduced fare of only one shilling each and managed 
to collect as many as 570 members of his society to buy these tickets and made 
the journey by Midland Counties Railway. Thomas Cook made the experiment 
on no profit no loss basis but was so much encouraged by the success of his 
first trip that he made his mind to charter trains to places which were now 
becoming popular with the excursionists. 
Pundey [1953]''^ mentions that Thomas Cook's rail excursions were so 
successful that he had to repeat these excursions very often. And in the year 
1843, just 2 years after his first organised trip, Thomas Cook carried about 
3,000 school children on a trip from Leicester to Derby, and now he had started 
all these trips on a full commercial basis. He conducted circular tours of 
Scotland with almost 5,000 travelers a season from 1848 to 1863. By the year 
1855, he had extended his operations to other countries in the continent and 
organised the first all-inclusive tour to the Paris Exhibition in that year. 
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Thomas Cook was no doubt a genius but he could have not done all this but for 
the railways. The introduction of railways made all this possible for Thomas 
Cook to achieve and become a pioneer in organised travel. 
The great revolution in transport technology induced through railways 
produced an immediate expansion in travel throughout the world, wherever 
these were introduced. In the year 1881, it was estimated that the railways in 
Europe carried over 600 million passengers over the lines operated by over one 
hundred odd companies. All of them, however, were not excursionists. 
In the later years of the 19"' century the railways witnessed a 
phenomenal success in passenger transportation both in Europe and America. 
The railways now became keen to stimulate travel further and also to improve 
the system. There was also now an element of competition and the various 
railway companies tried to make travel as comfortable as possible. Although 
sleeping cars of a kind were provided by various railroads in USA only in 
1836, some sleeping and parlor cars were armed and operated by individual 
railroads throughout their history. The llrst class railway travel was introduced 
by an American. George M Pullman, who developed the coaches with luxury 
furnishings and dining facilities. Pullman converted several passenger coaches 
into sleeping cars in 1854 and built his first Pullman Palace Car in 1864. In the 
coming years the dependence of nearly all railroads upon Pullman Company 
became so general that the sleeping and parlor car services came commonly to 
be known as Pullman services.'^ The long distance travel could be now taken 
with greater comfort and with pleasure. The twentieth century witnessed many 
innovations in the railway technology in the fields of speed, comfort and safety. 
Upto 1930s the railways were mostly hauled by steam engines and the speed 
exceeded that of cars. In 1940s railway was at its peak in every aspect like 
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speed, number of passengers carried, comfort and safety. The late 1950s and 
1960s witnessed the electritlcation of railways, which further enhanced the 
speed and safety and the long distance travel became more and more 
comfortable.^' But by this period the other modes of travel such as automobiles 
and aviation had made their mark. Though the automobiles became a 
competitor of railways in the domestic tourism market, the aviation (airlines) 
was still not in the reach of general public and was much expensive than 
railways. 
The greater technological strides in rail transport for achieving increased 
speed, comfort and carrying capacity during last more than three decades have 
led to the introduction of many high speed and comfortable trains in many parts 
of the world. It was in the year 1960 when the British Railway electrified its 
London-Manchester line, to achieve a speed of 160 kmph. The other European 
countries took the lead and introduced similar high-speed trains on their tracks. 
The increase in speed reduced the traveling time between the places and there 
was a 25 percent increase in passenger load on Paris and Cain section of France 
after it introduced 160 kmph turbine train. 
In the year 1981, the state run TGV (Tres Grande Vittese- 'very high 
speed') train was introduced in France, between Paris and Lyon, which broke 
all the earlier records for rail speed by running at 380 kmph. In Asia the lead 
was taken by Japan, by -introducing Hikari Express (Bullet Train) in the year 
1964. The train ran on Tokaido line between Tokyo and Osaka at a speed of 
210 kmph. 
The last decade of the 20"' centur>' witnessed much more innovations in 
the train travel. The recent concept of 'Magnetic Levitation' (MagLev) 
developed by Japan in 2003, which has been tested at a speed of 569 kmph has 
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raised the hopes of making possible lor people to reach out to places in almost 
the same time as air travel. The new technology aims at dispensing with the 
conventional rails. The projected "MagLev" trains or 'Aero' trains will not only 
be fast but also sleek looking, noise free, low on pollution and above all will 
cause no wear and tear of the tracks because they never touch them! Many 
successful experiments and trial runs have also been performed on such trains 
in l-Yance and Germany etc. 
2.2.2 Water transport 
The water transport existed much before the railways came into 
existence. But like railways shipping made a real contribution to travel during 
the nineteenth century due to technological advancements and new innovations. 
While railways were responsible for the inland travel, the steamships made 
their mark in the intercontinental travel across the oceans. The Europeans 
considered America as the 'New World', full of opportunities. And a greater 
need was felt for improved communication, across the Atlantic, with America 
for the purpose of trade. The Connard Steam Ship Company in England was set 
up in 1840, which later made significant strides in the development of North 
Atlantic shipping. A greater number of people from the continent traveled to 
America to seek fortunes and many traveled as tourists to see the 'New World.' 
In the year 1869, the Suez Canal was opened up, which shortened the route 
between the East and the West. This led to the introduction of much better 
steam ship carriages, even to the Far East. 
The Connard Steam Ship Company pioneered the first trans-Atlantic 
scheduled liner trip and these passenger liners remained in vogue for about a 
century, until the introduction of intercontinental commercial airline services 
precipitated the rapid decl ine in the use of ships as scheduled passenger 
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transportation mode in the second half of the 20"' century. The period just 
before the World War I can be considered the heyday of liner passenger 
services. It was the era of the large, comfortable and fast ships. The glamour of 
the deep-sea shipping was. however, reserved for the wealthy Europeans and 
Americans. 
The period between the World Wars I and II led to a significant decline 
in the trans-Atlantic travel. However, it resumed its growth after the World 
War II. In 1957, the trans-Atlantic ship traffic reached a new post-World War 
II high, as some 10,36,000 passengers were transported on ocean liners. The 
ship transport during this period was considered as the cheapest way to travel. 
As Simpson [1984] puts 'when I made my first long journey from London to 
Cape Town in 1951, the cheapest way to travel was still by sea.'^ "' By the early 
1960s the air transport eclipsed the ship traffic in terms of volumes of trans-
Atlantic passengers. The years thereafter witnessed a drastic decline in the 
scheduled passenger liners and they have almost now disappeared in the 
modem era. 
The rapid decline of passenger liners led to a new concept called 
Cruising (cruise ships). Although the mention of cruise ships can be found in 
Mark Twain's first book 'The Innocent Abroad' published in 1869, it did not 
play a significant role in the world of shipping. The cruises were introduced 
more as a vacation experience than as a transportation inode, with an element 
of relaxation, entertainment and romance of sea voyage. By the decade of 
1980s the cruise ships captured a considerable share in the international holiday 
market and in 1982 the cruise market reached a two million mark. Today the 
cruise ships are like huge resort hotels that ply the waters of Caribbean, 
Mediterranean, Pacific and other regions. 
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2.2.3 Road Transport 
Up to the beginning of the 20" century the tourists traveled almost 
exclusively by rail and steam ships. The first decade of the 2()"' century saw the 
automobiles entering the travel arena in the United States, when Henry Ford 
launched his much publicised Model-T in IQCS.^ "* However, the automobiles as 
a passenger travel mode gained its momcnluni in 1920s through the Invention 
ofpriN'ate cars and coaches, which gave a new shape to the tourists' experience 
of travel and during the later decades, may be identified as the major cause of 
the decline of railways. The automobile travel gave birth to a new phase in the 
history of tourism, which Lundgren [1973]^^ characterised as 'Individual 
Travel Diffusion'. He points out that the automobile transport spread the 
benefits of tourism more widely and provided more people with the means to 
travel individually or in private and in smaller groups. Hitherto, the non-private 
group travel had been characteristic of railways and steamships. 
The Automobiles brought about a more random pattern of travel 
movements and opened up new destinations. New facilities started taking shape 
alongside the roads and highways. The tourist courts and motels developed in 
the United States and Canada. The gradual spread of the road networks opened 
up many new areas and made many places, hitherto not very accessible, easy to 
go to. The railways, on the other hand, tended to concentrate and restrict their 
movements to particular channels. 
After World War II in 1950s, there were rapid developments in road 
transport through the building of highways, expressways, and super highways, 
in many of the developed countries, which made movement by road faster and 
comfortable. The concept of Recreation Vehicles (RVs) and Car Rentals, 
developed in North America and Europe in 1960s and 1970s, made the tourists' 
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movement by road still more comfortable. The RVs gave the tourists choice to 
use the vehicle for different purposes, such as the freedom to use the 
automobile once the destination is reached or use the vehicle as a camping unit 
during the night. 
The car rental gave the tourists one more option for self-drive holidays, 
since through the car rental option a tourist need not transport his personal car 
to the destination and still can enjoy the thrill of self-drive at the destination. A 
tourist can rent a car from his home place before actually reaching the 
destination, and when the tourist reaches the destination he has his car ready to 
drive right at the airport, seaport or railway terminal, no matter which mode he 
uses to reach the destination. 
2.2.4 Air Transport 
To continue with the chronology of transportation modes, the 
introduction of air travel had a revolutionary impact on tourism, more 
particularly on international tourism. Though the history of air travel goes back 
to as early as 1918. the commercial air travel took place during the years just 
preceding World War II. However, the mass air transport is actually a post-
World War 11 phenomenon. During the period between 1945 and 1960 the 
travelers increasingly switched from steamship passenger liners to airplanes for 
the long distance overseas and cross-continental travel. The higher demand led 
to the reduction of airfares, which in turn further stimulated the demand for air 
travel. 
The introduction of wide-bodied jumbo jets in 1970s heralded a new era 
in the phenomenon of tourism. The Boeing 747s, DC-lOs and LlOl Is made air 
travel convenient, comfortable and even cheaper, as the large size of jets made 
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possible the increase in capacity, thereby reducing the flying cost per 
passenger. 
The later years saw the introduction of different classes on the airplanes 
such as. first class, business class and executive class etc. targeted on the 
customers of different profiles. These superior classes offered the travelers 
wide seats with more space to stretch and relax in comfort, making the long 
distance travel less cumbersome. 
The air transport industry's ability to successfully control the fare levels 
with ingenuity and marketing expertise of airlines, travel agencies and tour 
operators made air travel accessible to an increased number of people. This is 
also illustrated by the North-Atlantic route, the so-called 'Golden Route' of 
traffic, which saw the successive introduction of 'Excursion Fares' in 1948, 
'Coach Fares' in 1952, 'Family Fares' in 1955, 'Economy Class Fares' in 
1958, 'Affinity Group Fares' in 1963, 'Group Inclusive Fares' in 1967, 'Youth 
Fares' in 1972 and 'APEX Fares' in 1975. As a result of these innovations in 
air travel the fare per seat mile declined in real terms, between 1962 and 
1975.^ ^ 
All these factors led the air traffic to overtake ocean liners in terms of 
volume. As Simpson [1984] puts it, air traffic across the Atlantic was 
doubling every five years, and in 1962 over two million people crossed by air 
compared to only 0.8 million by sea. Trans-Atlantic liners would never again 
become economical, and the airlines were already attracting passengers who 
would never have the money or time to travel by ship. Flying had been 
associated with rich, but it was now much closer to the masses than sea travel. 
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2.3 Relative Importance of Different Modes of Transport in the 
Context of Tourism 
As elaborated in Ihe preeecling paragraphs, transport is emphasised as a 
dynamic and active element in the tourists' experience of traveling and as a 
vital part of the total tourism phenomenon. The modern transportation in 
general has evolved as a very complex and competitive industry. This 
competition is expressed hclwccn llic various modes and vehicles of 
transportation, between dilTerenl companies and even between countries. White 
and Senior [1983]"" argue that each mode of transport has its advantages and 
disadvantages in a particular situation. They contend that while there is 
considerable overlap in suitability, so that in some situations two modes may 
be highly competitive, they may also be complimentary in other situations. 
The different modes are, however, influenced by different 
characteristics, such as physical characteristics - where it may be thought of 
mainly closing the physical gap between the places in terms of distance; and 
economic characteristics - where one mode of transport has more economics of 
scale than others, such as, each road vehicle requires one engine which 
consumes fuel and a driver who requires wages, the total cost of road haulage 
tends to be more or less in direct proportion with the number of passengers 
carried. The cost per passenger-kilometer, therefore, tends to remain constant 
and there is little economy of scale. In contrast running of an extra wagon in a 
train represents no or very small addition to the very heavy fixed costs of track 
and signaling, therefore, a higher economy of scale. The technological 
characteristics also have an important bearing on the competitive cost structure 
of various transportation modes. Some, such as road and rail, need special 
tracks, while others, such as ocean shipping and airways, do not. On the other 
41 
hand shipping, airways and railways require elaborate terminal facilities, 
others, particularly road transport does not. However, the present study will not 
go deep into the economic or technological characteristics of the different 
modes of transport, instead an attempt will be made to analyse the 
competitiveness of different modes of transport based on the consumer 
behaviour variables. 
The decision process in transport mode selection by tourists has always 
concerned the thinkers and scholars. Many theories have been put forward to 
elaborate the subject. Most theorists, such as Cooper, Fletcher et al [1993] and 
Sheth [1975] etc. consistently identilled frequency, flexibility, availability, cost 
and price, distance, comfort and convenience, speed and time, service quality 
etc. as the "mode selection variables". There are other factors, which have been 
identified by these and other authors as ground service, terminal facilities, 
location, status and prestige, departure and arrival times, and enjoyment of trip 
etc. as deciding factors. However, the demographic profile of the traveling 
tourists has also a significant influence in the mode selection decision-making 
process, as the people in different segments of travel market, place varying 
degrees of value and utility on these criteria and some time the perception 
levels of two different segments are different to a significant level. For 
example, a business tourist is unlikely to have same perception as that of a 
pleasure tourist. Speed and departure-arrival times may be of much importance 
to a business tourist, while cost, price and comfort may be criterion to a 
pleasure tourist. 
Sheth [1975] put forward a useful model of travel mode selection (A 
Psychological Model of Travel Mode Selection), through which he tries to 
bring out the factors both from the suppliers' side as well as the consumers' 
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side that influence the behaviour of the travelers in selection of a particular 
mode of transportation. Sheth's model of travel mode selection is reproduced in 
Figure 2.2. 
Figure 2.2: Travel Mode Selection Model 
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Through his model, Sheth suggests five basic factors through which the 
travelers weigh the utility discrepancies of different transportation modes, 
namely: 
a) The functional utility - which is simply its likely performance for a 
particular purpose, for example, departure and arrival times, safety 
records, the directness of route and the absence of stops and transfers. 
b) The aesthetic/emotional utility - which relates to style, luxury, comfort 
and the other personal feelings that the alternative modes evoke. 
c) Situational utility - that relates to the factors such as, presence or 
absence of a particular mode of transport, accessibility to the destination 
etc. 
d) Social/organisational utility - relates to the social concern, prestige or to 
show others that he/she has traveled on a particular mode of transport 
etc. 
e) The curiosity utility - which is concerned to the traveler's perceived 
need to do something new and different. 
Sheth, however, contends that these utility discrepancies as perceived by 
the travelers are influenced by the factors such as demographic background, 
professional lifestyle, mode familiarity and satisfaction, and purpose of trip, 
from the consumers' side. These 'mode selection decisions' which are taken by 
the travelers after weighing the utility discrepancies are also influenced by the 
supply oriented detemiinants, such as, mode accessibility, mode design, mode 
operation, mode marketing etc. 
Cooper, Fletcher et al [1993]'" while doing a competitive analysis of 
different transportation modes point out seventeen factors, whose presence or 
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;ih>ciKc will clclcrmiiic ihc comparative worlh ofa particular mode oftransport. 
Those factors as brought out b\ them are: 
i) Safety N) Flexibility 
ii) Price/Cost xi) Comfort & luxury 
iii) Time/Speed xii) Service quality 
iv) Distance xiii) Incentives 
\) Con\'enienee xi\) Ground services 
vi) Departure and arrival times \v) Terminal facilities and location 
vii) Reliability xvi) Status and prestige 
viii) Availability xvii) Enjoyment of the trip 
ix) Frequency 
These factors as brought out by them mainly relate to the Sheth's supply 
oriented determinants. It will be significant here to review the individual modes 
of transportation on the basis of preceding discussion. 
2.3.1 Road Transport 
The greatest advantage of road vehicles in comparison to other modes of 
transportation is in tenns of their flexibility in negotiating difficult and varied 
conditions of surface, gradient and curvature, even if the later are very bad. The 
other attractions offered by the road transport are: 
The control of the route and stops en-route; 
The control of departure times; 
The ability to carry baggage and equipment; 
The ability to use the vehicle for accommodation, for example, RVs; 
Privacy when using personal transport; 
Freedom to use the automobile at destination; and 
Low perceived, out of pocket expenses. 
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The hired coaches had traditionally been employed by groups of tourists 
for transfers to and from the terminals. The sight seeing trips and tours at and 
around the destination are normally conducted by coaches. The road transport 
is, however usually preferred to a certain distance. And beyond a certain 
threshold distance lack of comfort and slow speed compared to other modes of 
transport becomes a deterrent in using the road transport. 
2.3.2 Railway Transport 
There are three basic characteristics of railway transport: 
i) Vehicle marshaled into trains; 
ii) The trains are run on fixed tracks, giving them less flexibility in 
comparison to road transport; and 
iii) The rigid disciplines, i.e., the lines are divided into sections with only 
one train at a lime allowed on each section. 
From these basic characteristics a number of consequences arise: 
a) The trains run on rails, which reduce the friction and allow them to 
move heavy loads (large number of passengers at a time) at high speeds. 
However, the lack of friction prevents them from negotiating the 
gradients, which a road vehicle can ascend without difficulty. 
b) Possibility of combining speed, traffic density and safety in almost all 
weather conditions. 
c) Because the trains are guided by fixed tracks, it makes them safer in 
comparison to other modes, particularly road transport. Also due to the 
fixed tracks, the scope of automation on railways is much greater than 
with other means of transport, for example the trains can be 
automatically driven, such as Victoria Line of London transport opened 
in 1969. 
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There are many important reasons for traveling by train considered by 
the tourist as: 
Safety 
The ability to look out of the train and see enroute. 
The ability to move around the coach. 
Arriving at the destination rested and relaxed. 
Personal comibrt. 
Good sleeping facilities. 
Ability to eat with ease in the moving train. Many modern trains are 
providing dining cars and restaurant facilities on board. 
Decongested route-ways. 
Ability to carry automobiles on trains and later use them at the 
destination. 
2.3.3 Water Transport 
Water transport may, in broader terms, be divided into, inland water 
transport and ocean or sea transport. The inland waterways are represented by 
small waterway crafts or pleasure crafts, mechanised as well as conventional 
boats and houseboats or floatals. However, these assume less significance as a 
means of transport as they are more a destination product^' than a means of 
transport. The sea or ocean tourist transport mainly involves ferry services, 
hovercrafts, hydrofoils and cruise ships. The ferry services provide life line 
services to small islands, which are mainly devoid of airports due to their small 
size, for example, in Greece where there are only 15 airports to serve 95 
inhibited islands. These services are a focus for the visitors, who are normally 
packaged holiday markers, independent or same day visitors."'^  The decline in 
ocean liner shipping since 1950s signified the development of the cruise 
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industry as most shipping liners diversified into cruising. Cruising is more a 
leisure product than a mode of transportation. The entertainment and leisure 
facilities olTered within the ship and the excursions at the ports are more 
important trip elements than the places visited. All this makes a cruise ship a 
destination in itself. However, these cannot replace airlines for travel on 
business or for short haul holidays, instead they are going to be more and more 
in vogue for leisure travel. The hovercrafts and hydrofoils are suitable, mainly 
for short sea commuting, such as between Hong Kong and Macau, although 
they are faster than the conventional forms of shipping technology. 
From the preceding paragraphs it appears that: 
Ferries offer inexpensive, reliable and safe services mainly on the short 
haul sea crossings. 
Ferry transport is the only option in the case of remote, isolated and 
small islands, which have no airports. 
The tourists can carry their own vehicles and use them at the destination. 
The popularity of motoring holidays and self-drive packages are 
indicative of the demand for ferry services. 
Cruising provides the sea voyage, full of entertainment and leisure 
facilities within the ship. 
Flexibility to move around and enjoy the exotic surroundings. 
Sleeping and dining facilities within the ship. 
The modern cruise ships, with facilities of lounges, libraries, restaurants, 
open-view decks, ocean view and balcony rooms, casinos, swimming 
pools, shopping malls etc.. provide the tourist fuUtime enjoyment. 
However, in many cases air transport can be a viable alternative to sea 
transport in larger and mainlands particularly for the business tourist and the 
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short haul tourist segments, where shortage of time becomes a constraint. The 
gradual liberalisation, the decrease in air fares and the development of other 
alternative modes of travel, for example, construction of channel tunnel in 
Europe, have forced the ferry companies to improve the luxury of their vassals, 
increase their cruising speed, install leisure facilities like casinos, swimming 
pools, sports and shopping malls etc. 
2.3.4 Air Transport 
fhe fundamental characteristic of air transport is its very high speed. 
This has. no doubt, put a new dimension to travel. The scheduled great circle 
(the shortest) routes across the Arctic, from Europe to Far East and to West 
Coast of North America.' But to achieve such speed with reliability is a very 
costly affair and, therefore, tends to raise cost per passenger-kilometer, above 
those of other means of transport. Although like rail and road transport, air 
transport requires no continuous infrastructure of tracks or roads but it does 
need elaborate terminal facilities. It requires a considerable area of level land, 
therefore, its reach to higher altitudes, with hilly terrains becomes very difficult 
and in some cases even impossible. 
The advanced innovations during the last half a century (after 1960s) in 
air transportation has enabled the movement of passengers in the shortest time 
and boosted the demand for long haul trips. The open space policy, in the 
international air travel, has made the world a global village and now no part of 
the world is more than 24 hours flying time away. The introduction of new 
aircrafts, such as, the Boeing 747-400 and 747-300 series extended their range 
up to 15000 km in nonstop flights and extended their capacity up to 800 
passengers. 
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However, the air travel is preferred only over long distances. Considered 
as the most expensive transportation mode, especially for the short haul routes, 
the bulk of air travel is, therefore, oriented towards either business or high 
profile/leisure travelers. 
Other than the scheduled flights the charter flights are much more in 
vogue in the travel trade. These are utilised widely to facilitate the movement 
of holidaymakers on package tours. Some charter airlines are operated by tour 
operators to vertically integrate their operations, such as Britannia Airways and 
Thomson Holidays of UK. The charter flights normally fly directly from the 
tourist-generating markets to the destination area usually at a lower price per 
passenger. This is due to higher load factor achieved on charter services (90 
percent or more) compared with scheduled air services (which can sometimes 
be as low as 20 percent). 
From the preceding discussion the following points emerge: 
The higher speed and shorter routes of airlines in comparison to other 
modes of transportation, enables the tourists to reach their destination in 
comparativel)' shorter time. 
Scheduled airlines offer a safe, convenient, reliable, frequent and 
relatively consumer oriented product. 
Normally the ground services and the terminal facilities are much more 
advanced and sophisticated than for any other mode, and therefore, the 
traveling experience is enhanced. 
The quality of services and the comforts on board have introduced new 
industry standards, even for the other modes of transport. 
Airlines offer a number of incentives to their regular and loyal 
customers through various 'frequent flyer' programmes. 
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Airlines offer promotional fares, such as, Advanced Purchase Excursion 
Fares (APEX) or Instant Purchase Excursion Fares (IPEX), which are 
usually cheaper than the normal airfares. 
Tourism is about being elsewhere and a major component of any tourist 
activity must necessarily be an element of transport. In the good old days, the 
activity of travel lacked the element of pleasure, due to the hazards and 
difficulties, which accompanied the travel, in the absence of safe and speedier 
means of transport. Travel during these times was undertaken more for the 
purpose of trade, commerce and pilgrimage, than for any pleasure activity, 
which is basic to the phenomenon of tourism. 
The rapid industrialisation in the 19 century and advancements in 
transportation technology brought about road improvements, canals, steam 
ships, and railways. These common carriers emerged and began to offer more 
regular scheduled transportation services. The travel became safer, more 
comfortable and speedier to give people a reason to move out for pleasure, on 
holidays and vacations. Railway was the most important factor for the change 
of attitude towards travel. The railways began to market their services more 
aggressively. Thomas Cook pioneered the concept of organised travel, 
however, it became possible only because of railways. Now many more people 
were traveling than before. 
The successive periods saw introduction of other means of transport. 
The introduction of automobiles and air transport in the first quarter of the 20"* 
century and the subsequent innovations in the second half of the 20"^  century 
revolutionised the overall travel system. This period saw the emergence of 
'Mass Tourism'. The introduction of large bodied and high-speed jumbo jets on 
the one hand lowered the cost and on the other hand increased the speed of 
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travel. No doubt, there were many other factors responsible for this tourism 
boom, for example, higher disposable income, changing lifestyle, less working 
days, increased number of annual holidays etc. The cheaper, comfortable and 
speedier transport, however, gave people much more reason to travel. 
As the technology advanced and the volume of traveling people grew, 
each mode of transport started to develop a competitive edge over others to lure 
the customers. Why do tourists use a particular mode of transport and not the 
other? This question has always haunted the tourism thinkers. Some came with 
the customer-oriented factors: responsible for it and others propounded the 
supply oriented elements. 
In reality each mode of transport has a competitive edge over the others, 
in one or the other aspect. No mode can be seen in isolation; instead these are, 
most of the time, interdependent on one another. For example, the automobiles 
ferry tourists from hotels and city-centers to the airports and railway terminals, 
in turn railways and airlines transport them to long distances from the tourist-
generating area to the tourist destination area, and finally at the destination the 
tourists once again use automobiles for local sightseeing and transfers. 
This is definitely how people travel today, using all available modes of 
transport, for example, air, rail, road, and sea etc., during their holidays, what 
may be called as 'Transport Mix'. Thus all these modes of transport 
compliment each other at one or the other stage of total travel experience of a 
tourist. 
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3.1 Historical Development 
The first public railway in the world was opened between Stockton and 
Darlington in England on September 27, 1825.' After England the entire 
Europe was engulfed by this innovative engineering marvel with the lead taken 
by France in 1829. by opening Lyons Railway.^  Germany made the history on 
December 7. 1835 by opening the Nuremberg-Furth line.'' Holland and Italy 
witnessed the opening of railways in 1839 and Spain in 1848. The first railway 
in the United States of America was opened on a section of 15 miles of 
Baltimore-Ohio line in May 1830. On 15"' July 1846, Budapest-Vaez line in 
Hungary was opened to traffic. Poland came on the scene with the operation of 
the Warsaw-Ragow and Skierniwice-Lowez sections of the Warsaw-Vienna 
Railway in 1845. Switzerland opened its first railway from Zurich to Baden on 
August 7, 1847.'' 
In India it was exactly one and a half century ago in 1853 that wheels 
rolled on rails. On 16"" April that year the first ever train, carrying 400 people 
in 14 carriages, covered a 21 mile distance from Bombay (now Mumbai) to 
Thana (now Thane) in about 75 minutes. The railway in India evolved through 
many stages from the 'Early Guarantee System' to the 'Nationalization' and 
later 'Regrouping Stage' after independence. 
3.1.1 Old Guarantee System (1849-1868) 
The construction of railways in India needed a very huge capital 
investment, which was not possible to raise in India alone. At this stage neither 
the government nor the private companies knew, what they were committed to. 
On the one hand, the government was anxious to invite private capital in this 
field, on the other hand the private companies hardly could guess the prospects 
of their investment.' Therefore, each one of them (private companies) tried to 
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bargain with the government to get the ftst advantage.^ In 1^* end, the 
government adopted a liberal attitude and guaranteeicl-a^^f^eincfg^ on the 
capital investment, coupled with free grant of all land required for construction. 
By the end of the year 1859 about 5,000 km of track was sanctioned to eight 
companies. The Calcutta-Delhi line, prioritised in the famous 'Railway 
Minutes' of 1853 by Dalhousie, was successfully completed in 1866. The 
Kalyan-Lonavala line was opened in 1863, and the Thai Ghat line connecting 
Bombay to Igatpuri, Manmad and Bhusawal was completed in 1865. The 
Bombay-Bhusawal-Itarsi-Jabalpur route of Great Indian Peninsula Railway 
(GIPR), connecting East Indian Railway (EIR) at Naini, was completed in 
1867.' 
3.1.2 State Construction and Ownership (1868-1882) 
In 1868, the then Secretary of State, Sir Stafford Northcote, suggested 
that the future railway projects in India should be classified as either 
'Commercial' or 'Political' and recommended a guarantee system for the 
commercial (profit making) lines and a direct government agency for political 
(loss making) lines. However in 1869, the then Viceroy, John Lawrence, while 
denouncing the suggestions made by the secretary of state, condemned the 
extravagance of the private companies and advocated the necessity for direct 
state construction of railways in India. Lawrence was of the view that 'railways 
should breed railways" and was of the opinion that if a railway was a 
commercial proposition then it was capable of making profit, and that it should 
be taken by the government and used for further railway expansion.^ 
Lawrence felt that, if the railways were properly managed, the profit 
making was possible and if the government took it up, the profits thus derived 
could be used for further extension of the railway network. Thus in 1869 the 
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guarantee system was abandoned and the government took up the construction 
and ownership of the railways. The first of the old guaranteed railways to be 
purchased was the EIR in 1869. During this phase, along others, the Bombay-
Sabarmati (Ahmedabad) route (1870) and Madras-Raichur line (1871) were 
completed. 
3.1.3 Modified Guarantee System (1882-1925) 
The necessity of large and rapid extension of railway system was urged 
by the Famine Commission Report of 1878, which estimated that at least 5,000 
miles of railways were still needed for the protection of the country from 
famines.'"* At this time, on the one hand, the pace of the railway construction by 
the government was slow and. on the other hand, the existing private 
companies were refusing to raise the requisite additional capital for 
constructing urgently needed new railway lines without any guarantee on their 
investment. The government therefore, suggested that the extension of railways 
might be entrusted to new companies but on the modified guarantee terms.'° 
Thus, during this period both the government and non-government 
agencies were to undertake the construction of railways. Under the new 
guarantee system the rate of return was reduced to 3 percent from the earlier 5 
percent and the right of the government to takeover was changed from 25 years 
or 50 years to only 25 years. This led to the formation of new generation 
companies, for example, the Southern Mahratta Railway in 1882, the Indian 
Midland Railway in 1885 and the Bengal Nagpur Railway in 1887. 
The important development, which took place during the later years 
under this phase, was the separation of Railway Budget from General Budget 
in 1924-25, as a result of the recommendations made by Acworth Committee in 
its report in August 1921, and the subsequent approval of these 
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recommendations by the Railway Finance Committee and Central Legislative 
Assembly. 
3.1.4 Nationalisation and Regrouping (1925-1952) 
Several committees, including the Acworth Committee, recommended 
the nationalisation and regrouping of railways in India. Therefore, after 1925 
efforts were made to bring major railways of the country under direct state 
management. The first two large systems to be brought under direct state 
management were the EIR on 1'^  January 1925 and the GIPR on 30'** June 
1925. In 1947, when India achieved its much-cherished freedom, the railways 
got divided with the partition of the country. At the time of independence, prior 
to the integration of the princely states with the Indian Union, there were as 
many as 42 independent railway systems operated by the government of India 
and princely states. After the integration of the princely states, the different 
railways were regrouped into six zones in 1951-52, namely, Southern Railway 
(SR), Central Railway (CR). Western Railway (WR), Northern Railway (NR), 
North Eastern Railway (NER), and Eastern Railway (ER). In the subsequent 
regroupings three more zones were carved out of the existing six zones 
between 1955 and 1966, viz. South Eastern Railway (SER), North East Frontier 
Railway (NFR) and South Central Railway (SCR). With seven new zones 
created during 2003 and 2004, Indian Railways is today divided into sixteen 
zones. The se\'en new zones are. North Western Railway (NWTl), East Central 
Railway (l-CR). East Coast Railway (ECR). North Central Railway (NCR), 
South East Central Railway (SECR), West Central Railway (WCR) and South 
Western Railway (SWR). 
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3.2 Early Apprehensions and Subsequent Success 
The railways as a means of transport, with their inception, brought about 
revolutionary changes throughout the world. But like any other invention they 
had to overcome a great deal of opposition, prejudice and popular criticism. In 
the early stages it was difficult to convince the common people that a journey 
by rail was safer than the stagecoach travel. When the first trains ran in India 
the people called them 'Fire Carriages'. They felt that too much travel on the 
cars of fire is calculated to shorten the life." The people saluted the steam 
engines in deference, since they reasoned that an engine, which could move in 
either direction without any visible help, must surely be a god. They even left 
offerings of food and money on the footplate and placed flowers on the racks, 
even educated Indians had initial fears about their safety. 
The railways met with the same opposition and apprehension, as they 
did in India, even in the more civilized and technologically exposed countries 
of the West. It was not till 13''' .lanuary 1842, about seventeen years after the 
railways started in England that Queen Victoria, advised by her ministers, 
deemed it safe to take a journey from London to Slough by train.'^ Even at this 
time her journey was looked upon with apprehension and critical disapproval. 
There were also many among the planners of railways as well, who 
apprehended railways as being premature and expensive undertakings. They 
felt that even if the railways could be started it would be difficult for them to 
get any passengers.'"* Even Lord Dalhousie, who played a very important and 
decisive role in shaping the early policy of railway construction in India, was 
doubtful as to weather the railway could be made to pay in India. 
However, contrary to all these apprehensions and negative predictions, 
the raihva>s in India withstood all the prejudice and opposition and the people 
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took to these iron rails as smoolhly as a fish slides into water. They soon felt 
that travel on rails was an exhilarating experience and not an unavoidable 
necessity. Even the primitive fourth-class carriages, with no seating 
arrangements, did not deter them from using them. With the passing years the 
railways started getting overwhelming response. This is evident from the fact 
that during the first 16 weeks of its existence, the EIR carried on an average 
7,000 passengers a week. Just two years later when trains started running daily 
on Howrah-Raniganj section of EIR, it witnessed 12,000 passengers ferrying 
on its coaches every week. Once the GIPR laid its tracks, over the treacherous 
Western Ghats, connecting Deccan Plateau with the coast across the ghats, 
traffic grew in geometrical progression. The year 1870, witnessed railway 
authorities as claiming to have carried a staggering 2 million passengers every 
year. By 1901, EIR carried 24 million passengers every year and the figures 
almost doubled to 42 million in 1916-17 and tripled to 72 million in 1927. The 
centenary year (1953) of Indian Railways saw a mind boggling 1,247 million 
passengers and that too, only on the tracks designated as Class I lines, that is, 
excluding small branch lines.'"^  
3.3 Growth of Indian Railways After Independence 
Today the Indian Railways boasts of carrying more than 13 million 
passengers daily, operating over 12,000 trains (including goods trains) with 
over 40,000 passenger coaches, along its network of more than 63,000 km of 
route, which connects over 7,000 stations. Table 3.1 shows the growth of 
Indian Railways between 1950-51 and 2001-02. 
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Table 3,1: Growth of Network and Passenger Transportation on Indian 
Railways, 1950-2002 
Year 
1950-51 
1960-61 
1970-71 
1980-81 
1990-91 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-
2000 
2000-01 
2001-02 
Route Knis'^  
53,596 
56,247 
59,790 
61,240 
62,367 
62,486 
62,462 
62,660 
62,915 
62,725 
62,495 
62,809 
62,759 
63.028 
63,140 
No. of 
Stations 
5.976 
6,523 
7,066 
7,035 
7,100 
7,043 
7,050 
7,056 
7,068 
6,9.84 
6,929 
6.896 
6,867 
6.843 
6,856 
Number of 
Passengers 
Originating 
(in million) 
1,284 
1,594 
2,431 
3,631 
3,858 
3,749 
3,708 
3,915 
4,018 
4,153 
4,348 
4,411 
4,585 
4,833 
5,093 
Passengers 
Kms** (in 
million) 
66,517 
77,665 
1,18,120 
2,08,588 
2,95.644 
3,00,103 
2,96,245 
3,19,365 
3,41,999 
3,57,013 
3,79,897 
4,03,884 
4,30,666 
4,57,022 
4,93,488 
Average 
Rate per 
Passenger 
Km 
(in paise) 
1.48 
1.71 
2.50 
3.97 
10.64 
14.37 
16.51 
17.09 
17.87 
18.53 
19.88 
21.11 
22.19 
22.94 
22.62 
Source:- Indian Railways Annual Report and Accounts, Ministry of Railways, 
Government of India. New Delhi. 2001-02 
*Route Kilometer is the distance between two points on a railway system, treating all 
lines (double, triple etc.) as a Single line. 
**Passenger Kilometer is "a passenger transported over one kilometer'. 
61 
Data set out in Table 3.1 presents the growth of Indian Railways network 
and passenger transportation between 1950-2002. The figures in the table show 
that much of the network of Indian Railways was already in place in 1950-51. 
The total route kilometers on Indian Railways network increased from 53,596 
km in 1950-51 to 63,140 km in 2001-02, i.e., just 9,544 km for the 50 years 
time. It may seem that there has been little expansion, but the facts indicate that 
most parts of the country had already been connected by railways before 
independence. Therefore, most of the efforts and resources were concentrated 
on track renewal, up-gradation, electrification and modernisation. The figures 
show negative growth in total number of route kilometers in certain years. This 
has been due to the efforts of the railway to close down all those uneconomic 
lines where alternative means of transport existed or could be developed. The 
number of stations on the network increased from 5,976 in 1950-51 to 6,856 in 
2001-02 showing an increase of only 880 stations. However, in reality more 
stations were put up, the low figures are due to the abandoning of those 
stations, which fell on uneconomic closed down lines. The passengers carried 
by Indian Railways show a consistent growth throughout this period. During 
1950-51 the railway carried 1,284 million passengers, which increased by 
about four times to 5,093 million in 2001-02, registering an overall average 
annual growth rate of 7.76 percent. The average distance traveled per passenger 
during 1950-51 was 51.80 km that increased to 96.89 km in 2001-02, which 
shows that the large distance travel has increased considerably. The average 
rate per passenger kilometer rose from 1.48 paise in 1950-51 to 22.62 paise in 
2001-02. which is still considered to be the lowest rate per passenger kilometer 
anj^vhere in the world. 
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3.4 Comparison Between Rail and Road Passenger Transportation 
Despite the constant growth in the number of passengers carried by Indian 
Railways over the years, as is evident from Table. 3.1, there has been a 
growing criticism of the role and functioning of railway in India. The point of 
concern is that, in spite of the considerable growth over the last more than 50 
years, the railway has steadily lost its market-share to the road sector and this 
trend is still accelerating. Table 3.2 shows the rail and road share in passenger 
transportation from 1950-51 to 1996-97. The percentage share of rail and road 
in passenger transportation is also shown in Graph 3.1. 
Table 3.2: Percentage Share of Rail and Road in Passenger Transportation 
in India, 1950-51 to 1996-97. 
Year 
1950-51 
1960-61 
1970-71 
1980-81 
1986-87 
1995-96 
1996-97 
Rail 
68.4 
49.0 
36.0 
37.8 
22.4 
20.0 
20.0 
Road 
31.6 
51.0 
64.0 
62.2 
77.6 
80.0 
80.0 
Source:- Economic Survey Report 1998, Ministry of Finance, Economic Division, 
Government of India, New Delhi Table 10.1, p. 51. 
Although it can be observed from Table 3.1 that the passenger traffic on 
Indian Railways increased by about four times from 1950-51 to 2001-02, Table 
3.2 shows that its market share, in total rail-road passenger transportation, has 
declined from 68.4 percent in 1950-51 to just 20.0 percent in 1996-97. These 
figures are striking and seem to imply that the railway has simply been unable 
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to provide what the country needs and the customer wants. Add to this a 
popular perception of the railway as being unresponsive and uncaring to the 
competition from the road transport. Moreover, there is considerable evidence 
that the Indian road transport system is carrying an increasing proportion of 
long distance and high-density traffic, which properly should have gone by the 
railway."' 
This is despite the fact that the road network in India is also not up to 
any reasonable standard and the quality of roads is inadequate to meet the 
needs of efficient and fast moving transportation over long distances. The 
national highways, which are the prime arterial routes, span only about 57,737 
km throughout the country, making up only 1.92 percent of the 3 million km of 
the total road network in the country and cater to about 45 percent of the total 
passenger transport by road.'^ If the railway keeps on neglecting the 
competition from the road transport, the matters are likely to become worse as 
the ongoing efforts to improve the quality of roads bear fruit. 
However, it is not surprising that the railway did not exhibit the 
enlrcpreneurship necessary to deal with the competition as the organisation is 
characterised by rigid organisational structure and inflexibility in rules and 
regulations. The Indian Railways was till recently operated under the century 
old regulatory conditions, which were framed when railways had a monopoly 
in transportation. The Indian Railways' Act of 1890, which governed the 
railway for a century, was modified only in 1989. It was widely accepted that 
the railway had to operate in a commercial environment even before the 
independence and the first such recognition is evident from the Acworth 
Committee recommendations of 1921, which recognised it as an independent 
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administration, though remaining an integral part of the government machinery 
and subject to control, on broad questions of policy and finance. 
However, this autonomy granted to Indian Railways to fulfill its 
commercial responsibilities, has gradually been taken away from it. This has 
rendered Indian Railways' management less capable today than it was in the 
past, to deal with the increasing challenges from the road sector. 
The situation that Indian Railways faces today however is not unique to 
it. According to the World Bank Review 1998, railway crisis arise because 
railways, the world over, have not been encouraged to respond in time to 
changes in the economies they serve and the external environment in which 
they operate. As a result they continue to offer services, which do not meet the 
needs of the rail users. 
These characteristics, however, developed in Indian Railways under the 
impact of certain forces such as: 
a) The Indian Railways after Independence remained burdened with some 
perceived roles, such as social service obligation without any subsidy 
from the government to meet these costs; 
b) Although there is an autonomous decision & policy making body in the 
fomi of Railway Board, it is most often being influenced by 
irresponsible political involvements; 
c) The production oriented management culture and their attitude of 
paternalism, patronage and populism has led to the distancing of railway 
service providers from rail users; 
d) The unresponsive management and staff, who do not view themselves as 
either being answerable to the users of railway services or even 
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perceiving a confluence of interests in expanding and improving the 
quality of these services; and 
e) The uncritical attitudes of the average rail users who view the quality of 
railway services neither as their right nor as their responsibility and take 
what is given uncritically. 
3.5 Strengths of Indian Railways 
Unlike the networks elsewhere in the world there are certain unique 
features of Indian Railways, which if encouraged could bring about renaissance 
of railway in India. These helpful features are: 
3.5.1 Internal 
a) The most important feature of the Indian Railways in the total transport 
system in the country is that, it has not yet been marginalised and still 
carries about 20 percent of the total passenger traffic in the country. The 
figures could be much higher if only the long distance travel is 
considered, for which the railway is the preferred mode of travel in the 
country. 
b) The Indian Railways serves a subcontinent with dispersed spots and with 
its vast network integrates them much better than any other mode of 
transport. It connects every big and small place in the country and links 
all the major entry points to hinterlands. 
c) It has a network of more than 63,000 route kilometers, spread all over 
the country, connecting about 7,000 stations. It carries about 13 million 
people daily on about 40,000 passenger coaches. 
3.5.2 External 
The external factors, which favor the rail transport in India, are: 
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a) The inadequate and poor quality of roads, which does not meet the needs 
of eftlcient and fast moving transportation particularly on long distances. 
The high density of transport on these arterial routes (highways) has led 
to an increased congestion on them, which in turn increases the demand 
for the railway on long distances; 
b) Ihc scheduled domestic air transport is much expensive in India and 
reaches out to only about 100 odd airports in the country. In a country as 
\ast as India the existence of 100 airports is no comparison to 7,000 
railway stations on Indian Railways. The airfares are also much 
expensive and are unaffordable for most of the population; and 
c) The almost non-existence of inland water transport also favors the rail 
transport in India. 
3.6 Railways and Sustainable Mobility 
The other benefit of rail transport is that it promotes sustainable 
mobility. The idea of 'Sustainable Mobility' as an integral part of the greater 
process of sustainable development has caught attention all over the world. 
Society wants that a transport network should be economical, pollution free, 
comfortable, of low noise level, safe and environmental friendly, which is the 
essence of the growing concept of Sustainable Mobility. The concept requires a 
transport mode to be able to cater to the increasing number of people who want 
to travel at a reasonable cost and at the same time should have minimum 
impact on the environment. Considering all these requirements the advantages 
of railway as an eco-friendly and sustainable mode of travel are obvious. 
3.6.1 Environmental Performance 
Environment is surroundings. As railways are built to move passengers 
and goods, these effect the surroundings and line-side activities." In an era 
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when L'liro 11 and CNCj luuc become norms lo reduce air pollution and 
environmental impacts through vehicular traffic, the railways provide a 
welcome respite. Pollution caused by transport is mainly related to the exhausts 
of engines burning fossil fuels. But railways are increasingly reliant an 
electricity, which is environmentally cleaner than direct fuel combustion. Table 
3.3 shows a comparison of pollutant emission by different modes of transport. 
Table 3.3: Comparison of Pollutant Emissions by Different Modes of 
Transport 
Pollutant (in 
gms/passenger 
km) 
CO2 
NO 
SO 
CO 
Rail 
5.2 
0.3 
0.018 
— 
Road 
27-46 
0.26-1 
0.016-0.041 
0.914-0.93 
Air 
41-53 
0.47 
0.2 
— 
Source: Japan Railways and Transport Review, December 1998. 
Table 3.3 reveals that railway produces the least of all oxides, which are 
harmful to the environment. It produces 5.2 grams of carbon dioxide (CO2), 0.3 
grams of nitrogen oxide (NO), 0.018 grams of sulphur oxide (SO) per 
passenger kilometer as against the 27-46 grams of CO2, 0.26-1 gram of NO, 
0.016-0.041 gram of SO and 0.914-0.93 grams of carbon monoxide (CO) per 
passenger kilometer by Road transport and 41-53 grams of CO2, 0.47 grams of 
NO, 0.2 grams of SO by air transport. The proportion of each pollutant by 
railway is significantly less than that of road or air transport. 
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3.6.2 Greater Energy Efficiency 
The conservation of energy assumes much more importance in 
developing countries like India where transport sector consumes about 40 
percent of total petroleum products. The rail transport, which is heavily 
dependent on electricity, and is more energy efficient, assumes much 
significance. According to the Indian Roads and Transport Development 
Association, the share of oil consumption by various modes of transport in 
India is 10 percent by the railway. 77 percent by road transport and 12 percent 
by air transport.^" Even the use of diesel on rail is about six times more 
efficient than diesel on road. The National Transport Policy Committee (May, 
1980), state that the railway has been and is likely to remain the backbone of 
the country's transport infrastructure in the foreseeable future, more so, in view 
of the emerging energy situations.^' 
3.6.3 Sustainable Land Utilisation 
The railway utilises less land than is ufilised by the road transport or 
airports. A single rail track can carry as much traffic an hour as 16 lanes of an 
express highway and most of the single rail tracks can be doubled with out 
acquiring more land. Whereas four/six laning of expressways would entail 
massive land acquisition, which is a prohibitively costly and a litigious 
proposition. It has been estimated that some 500 km of the French TGV -
high-speed train system, could fit into the area occupied by a single large 
airport. 
3.7 Challenges Before Indian Railways 
The Indian Railways today has reached a position where it has lost its 
monopolistic nature and is facing an ever-increasing competition from the road 
sector. The situation demands the railway to rediscover itself and to restructure 
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in a manner, which make it more able to face the competition. Though it has 
developed the capacity to perlbmi the functions related to manufacture, 
maintenance, administration and operation, without much support from outside, 
the same kind of enthusiasm is required to improve its organisational and 
managerial environment. The production-driven attitude has to be changed with 
the consumer oriented and customer friendly attitude. 
The improvement in the railway's efficiency and productivity lies in the 
organisation distancing itself from the government and realising that it is not in 
the railway business but in the business of transportation. The Indian Railways 
must abandon its inward looking attitude and focus on the marketplace and the 
consumer. It must function as a market-driven enterprise focused on its core 
competencies. As a part of its long-term strategy towards organisational 
reforms and restructuring, it will have to make serious attempts to induct 
professionalism and divest its peripheral areas of operation connected to its 
core business of transportation. 
One such area where the Indian Railways can bet upon is to promote 
tourism on its tracks. It will help Indian Railways to generate additional 
revenues with a little additional cost on improving the existing facilities. The 
additional revenues thus generated, on the one hand, will help it to meet some 
of its modernisation costs, for which there is a crying need, and on the other 
hand will help to compensate for some of the social obligation costs. 
No doubt recently there has been a shifl in the Indian Railways' policy 
to respond to this highly dynamic and demanding rail-based tourism market, 
the potential of which has remained unexplored for years. The tourism potential 
of Indian Railways and the initiatives it has taken to respond to this highly 
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dynamic and growing market are discussed in detail in the forthcoming 
chapters. 
In brief the raihvay in hidia lias been a legacy of Britishers, constructed 
with the intention of transporting raw materials from the hinterlands to the 
seaports for their easy export to Britain. However, over the years it assumed 
much more importance in tiie lives of the people of the country. Although 
initiall)' hesitant, the people took (o the raihvay much easily than was thought 
by its developers. 
The development of the railway in the country passed through many 
crucial stages but survived all the ups and downs. After the independence the 
raihvay was given the autonomy to operate as a commercial entity, but it 
assumed rather a social role, as the people of the country needed it to be so. 
However, the development of other transport means, particularly the road 
transport, has given it a neck-tight competition. 
The railway needs to reform and restructure to survive. But the railway 
over the years due to its monopolistic nature, in the absence of any efficient 
alternate means of transport, ignored the customer focus and became more 
driven by the production-oriented attitude. Now due to the challenges posed by 
increased competition and increasingly conscious customers, the Indian 
Railways has started rethinking and is introspecting into its system. 
It has, no doubt, many advantages over road transport, which it can 
capitalise on to meet these challenges. It must shed its inward looking attitudes 
and approaches and become more customer oriented, particularly to meet the 
demands of the highly growing, demanding, and dynamic tourism market, were 
the tourist as customer wants to be pampered. 
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4.1 Tourism Potential of Indian Railways 
Tourism is an activity of pleasure, an excitement, a relaxation and a time 
awa}' from ones regular schedule. Much of the time and money during a 
holiday is spent on transportation. Conservative estimates show that about 25-
30 percent of the time and 40-45 percent of the expenditure by a tourist is made 
on transportation. However, it varies from one country to another, with the type 
of the tourist, the nature of the tourist activity and also the length of the tour. 
For example, in a country like India, where the tourist spots are widely 
dispersed, the travel time is greater between different tourist spots and therefore 
the money spent on transportation is also on the higher side. Whereas, in the 
countries of smaller size the different spots are closer to each other and, 
therefore, travel-time and money spent on transportation is comparatively less. 
Also a foreign tourist spends much of his/her transportation cost on 
international travel, where most of the time it goes to foreign carriers, whereas 
a domestic tourist spends all of his/her transportation costs on indigenous 
transportation systems. 
Since tourism is an activity of pleasure and entertainment the 
transportation requirements of the tourists differ from that of the other sectors 
of the economy in terms of quality, nature of services and cost. A tourist would 
require quick, comfortable, safe and fairly cheap transport facilities at 
appropriate time. All these factors have a bearing and influence on the choice 
of tourists in selecting a particular mode of transport. Table 4.1 shows the 
relative importance of different factors that influence the choice of tourists for 
different modes of transport. 
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Table 4.1: Factors Influencing the Choice of a Particular Mode of 
Transport in India (foreign tourists' only) 
Factors 
Time taken for travel 
Flexibility 
Comfort & Safety 
Cost 
Distance 
Mode of transport 
Air Rail Road (Buses & 
Taxies) 
Percentage distribution of tourists 
68.26 
5.39 
19.11 
0.49 
25.0 
16.66 
39.89 
60.29 
57.73 
55.55 
15.06 
54.71 
20.58 
41.76 
19.44 
Source: Compiled from primary data by Sarkar, A K, Action Plan and Priorities in 
Tourism Development, 1998, p. 144. 
The figures set out in Table 4.1 show how different factors influence the 
choice of tourists in choosing a particular mode of transport in India. The table 
reveals that with regard to time taken for travel, the air transport assumes the 
importance with 68.26 percent tourists favoring it as against 16.66 percent for 
railways and 15.06 percent for road transport. This is because of the fact that 
the air transport is the speediest mode of transport in the country. The 
flexibility (particularly in departure timings) favors the road transport with 
54.71 percent as against 39.89 percent for railway and just 5.39 percent for air 
transport. With regard to comfort and safety, cost and distance, the railway is 
the most favored transportation mode among the tourists in Indian, The railway 
is favoured by 60.29 percent, when it comes to comfort and safety, as against 
20.58 percent favoring road transport and 19.11 favoring air transport. This is 
among other things due to the ability of tourists to stand up and move around 
while traveling on railway. 
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The cost consideration, which has a far reaching effect on the tourists' 
decision making, favours railway transport in India with 57.73 percentage 
points as against 41.76 percent for road transport and just 0.49 percent for air 
transport. With regard to distance, once again the railway is favored by a 
majority of tourists with 55.55 percentage points as against 25.0 percent for air 
transport and 19.44 percent for road transport. It is evident, therefore, that most 
of the deciding factors among tourists, in choosing a transportation mode in 
India, favour railway. This fact is also evident in tourists' preferences for the 
different modes of transport in India as shown in Table 4.2. The transport mode 
preference of tourists in India is also presented in Graph 4.1. 
Table 4.2: Tourists' Preference for Different Modes of Transport in India. 
Mode of 
transport 
Airlines 
Railway 
Buses & 
Coaches 
Own cars 
Taxi 
Total 
Number of 
Foreign 
Tourists 
102 
437 
282 
-
75 
896 
Percentage 
of total 
11.38 
48.77 
31.47 
-
8.37 
99.99 
Number of 
Domestic 
Tourists 
21 
215 
404 
14 
59 
713 
%age of total 
2.94 
30.15 
56.66 
1.96 
8.27 
99.98 
Source: Compiled from primary data by Sarkar, A K, Action Plan and Priorities in 
Tourism Development, 1988, p. 143. 
Table 4.2 reveals that among the foreign tourists 48.77 percent prefer the 
railway to fulfill their travel needs, as against 31.47 percent for buses and 
coaches, 11.38 percent prefer travel by air and 8.37 percent by taxis (hired 
cars). However, the foreign tourists in India do not prefer the use of personal 
cars. Among the domestic tourists 30.15 percent prefer railway as against 56.66 
percent preferring travel by buses and coaches. Only 2.94 percent prefer 
airlines, while 1.96 choose to use their own cars and 8.27 percent take hired 
cars. 
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The figures regarding the domestic tourists set out in Table 4,2, 
however, differ a little from the results of a study carried out by Uttam Dave 
[2002]'. The study, though, showing the same order of preference, reveals that 
against a global average of 80 percent who travel in their own cars, the figures 
in India are as low as 1.9 percent. Those using hired cars stand at 1.7 percent 
and those using domestic air transport constitute mere 0.35 percent. The study 
also shows that the railway is much more popular with 24.8 percent. 
Table 4.2 also reveals an interesting fact that higher numbers of foreign 
tourists prefer railway in India, while the domestic figures show higher 
preference for buses and coaches. This is because of the higher 'average stay' 
of foreign tourists in India, which stands at 31.2 days^ against a low average 
stay of domestic tourists which stands at just 4 days. This Implies that the 
foreign tourists with higher average stay in India visit many parts of the 
country, involving extensive long distance travel. Whereas, the significant 
portion of the domestic tourists comprises of same-day visitors traveling to 
close-by destinations, thus involving short distance travel, for which the buses 
and coaches are preferred due to their flexibility. 
However, the number of domestic tourists who travel by railway is fairly 
considerable. Considering that 30 percent of the domestic tourists traveled by 
railway (as shown in Table 4.2) in the year 1999. During the same year there 
were 190.1 million domestic tourist visits in the country, which means that 
nearly 57.03 million domestic tourists traveled by Indian Railways in that year 
that makes up about 1.2 percent of the total passengers traveled on Indian 
Railways in 1999. taking the total number of passenger as 4,833 million as can 
be seen from Table 3.1. This number is fairly significant more so when no 
Average sia> Average number of days spent by a tourist in India (for foreign tourists) and average 
number of da>s spend outside home (for domestic tourists), whicii confirm activities related to tourism. 
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special facilities are provided or any special care is taken of domestic tourists 
on Indian Railways. This number would significantly grow if some special 
facilities, incentives and care is given to domestic tourists who travel by Indian 
Railways. 
4.2 Indian Railways' Tourism Policy Initiatives 
The importance of tourism in India was recognised even before World 
War II. However, the intervention of the war put a stop on the tourism 
promotion activities by the government. The first effort after the war, to 
promote tourism in India was made in the year 1945, when 'Sergeant 
Committee' was set up to survey the potentialities of developing tourist traffic 
in the country. The committee submitted its report in October 1946, and was 
unanimously of the opinion that the encouragement and development of 
tourism traffic (internal and external) by all possible means would be in the 
interest of the country. Among the many recommendations made by the 
committee, one of the major recommendations was regarding the development 
of the railway infrastructure and its coordination with other agencies dealing 
with tourism, with a view to facilitate comfortable rail travel in the country to 
meet the requirements of both domestic as well as foreign tourists. But after 
the independence of the country in 1947, the railway increasingly assumed a 
social role and became burdened with the social obligations of providing 
transportation to the general public and no differentiation was made, by the 
railway, between a tourist and a normal traveler. 
The first concerted effort by independent India to promote tourism came 
in 1948, when it set up an 'Ad-hoc Tourist Traffic Committee', consisting of 
representatives from other concerned ministries and of tourist transport and 
hotel industry. As the result of the recommendations made by the committee a 
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tourist traffic branch was cstahlished in the Ministry of Transport. With the 
expansion in the activities of this branch during the subsequent years, it was 
divided into four separate sections, viz. Tourist Traffic Section, Tourist 
Administration Section. Tourist Publicity Section and Distribution Section. The 
Tourist Traffic Section was to look after the travel requirements of the tourists, 
both foreign and domestic. Since the transportation during this period was 
mainly reliant on railway, there was increasing emphasis on the railway 
transport to promote tourism. As the railway already was under the charge of 
an independent ministry, there was need to coordinate between the Ministry of 
Railways and the Tourist Traffic Section, which was under the Ministry of 
Transport. Therefore, along with other responsibilities the Tourist Traffic 
Section was responsible for the coordinated efforts with railway to promote 
tourism. But the railway was still not ready to provide exclusive facilities to the 
tourists. 
During the decades 1960s and 1970s the Government of India took 
various steps to promote tourism in the country, particularly to promote foreign 
inbound tourism. The Indian Railways, although a prime mode of 
transportation, even during this period did not realise its potential to promote 
tourism. It was only in the 1980s that railway in India started opening up to the 
idea of tourism as a means to generate revenue. The first such initiative came 
towards the end of 1980, when British Broadcasting Corporation (BBC) carried 
on its network a series called 'Great Railway Journeys of the World'. The 
media coverage of the series later indicated that the feature on Indian Railways 
was very well received abroad particularly in United Kingdom (UK). The 
essence of the media reports was that, there were few railways around the 
world that could match the sheer romance, size, variety of routes, attraction. 
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and the variety of gauges etc., of the Indian Railways. Consequently, it was 
observed that many foreign tourists felt that they must experience the joy of 
traveling by railway in India, however brief it may be. Many of them were 
fascinated by the sight of now extinct small steam engines chugging up the 
hills in the mountainous areas and regretted that they were unaware about these 
great Indian marvels before." 
The Ministry of Railways. Government of India, took note of all these 
obsen'ations and contemplated introducing specific rail tourism projects for 
attracting foreign tourists. The idea was to introduce certain specific rail 
tourism projects for attracting foreign tourists, particularly those from UK and 
other European countries. The major aims were, 
i) To generate much-needed foreign exchange for the country, 
ii) To increase the market share of India in international tourism market, 
and 
iii) To explore the potential of Indian Railways to promote tourism, not only 
as a means of transportation but also as an attraction in itself 
Later in September 1981, the Indian Railways in coordination with 
Rajasthan Tourism Development Corporation (RTDC) launched 'Palace on 
Wheels' as the first specialised rail tourism project on its tracks to promote 
international inbound tourism. This was followed by 'Royal Orient' in 1995, in 
coordination with Tourism Corporation of Gujarat. 
In the year 1982 the Government of India announced for the first time its 
'Tourism Policy'. The main thrust of the policy was to promote India to the 
foreign tourists as the ultimate holiday resort. In this policy once again the 
importance of Indian Railways in promoting tourism in the country was 
recognised. While the policy accrued high priority to the development of 
82 
foreign inbound tourism as a source of foreign exchange earning, it stated that 
the domestic tourists form the bulk of the total tourist statistics of the country 
and that the facilities provided to them are minimal.^ The policy emphasised on 
Indian Railways to do its bit for providing increased and specialised travel 
facilities to both domestic as well as foreign tourists. 
In June 1982, Planning Commission of India recognised tourism as an 
industry. It later set up a National Committee on Tourism (NCT), commonly 
known as Mohammad Yunus Committee, in 1986. The committee while 
commenting on the role of Indian Railways in the development of tourism in 
India recommended the following^: 
a) Introduction of special tourist trains with pre-set itineraries on the lines 
of'Place on Wheels' in other tourist circuits in the country. 
b) A special train for tours of the temples in Southern India to be 
introduced. 
c) The 'Great Indian Rover' tourist train in the East to be reintroduced for 
the Buddhist sector. 
d) The Indrail-Rover Scheme to be extended to cover a large number of 
itineraries, and it should have an inbuilt system of advanced 
rescr\ations. 
e) The Ministry of Railways to set up a full fledged tourism directorate 
which would coordinate with other agencies including the Ministry of 
tourism, airlines, travel agents and tour operators etc. 
Though the Government of India did not accept most of the NCT's 
recommendations, but Indian Railways took note of the recommendations 
made with regard to railway. Also due to increased interest shown by railway 
to promote tourism, the Ministry of Railways established a full-fledged 
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Tourism Directorate in 1989 to promote Rail-based tourism in the country. The 
directorate was set up with the following objectives: 
a) To formulate policies and plans within the overall policy framework of 
Indian Railways for the promotion of tourism in India, 
b) To coordinate the activities of Indian Railways with other agencies, 
directly or indirectly involved in tourism promotion, such as Ministry of 
Tourism, India Tourism Development Corporation (ITDC), travel 
agencies, tour operators, hotels etc. 
c) To ensure better travel facilities and services to tourists both foreign as 
well as domestic, on Indian Railways, such as quick reservations, 
comfortable travel, better catering services etc. 
Chart 4.1 locates the position of Tourism Directorate in the overall 
organisational structure of Indian Railways. 
With the establishment of Tourism Directorate in the Ministry of 
Railways, the rail-based tourism in India started to be taken seriously by the 
organisation. The organisation started its activities with high plans on its 
agenda to promote tourism. The major activities included: 
a) Development of all-inclusive package tours, under 'Discover India 
Series' in collaboration with state tourism development corporations. 
b) Information and publicity through printing of elaborate broachers to give 
maximum information to the tourists regarding the itineraries and places 
to be visited; 
c) Earmarking of special trains to adjust tourists opting for package tours; 
d) Appointment of General Sales Agents (GSAs) in foreign countries like 
Australia. Malaysia, France, .lapan, Thailand, Finland, Dubai, Mauritius, 
Germany. England. America. Canada and Bangladesh; 
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Chart 4.1: Organisational Structure of Directorate of Tourism in 
Ministry of Railways 
Minister of State for 
Railways - MSR (A) 
Member 
staff 
Member 
Electrical 
Union Minister of Railways 
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Engg. 
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Director Tourism & Catering 
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Mech. 
Financial 
Commissioner 
Steno 
Source: Directorate of Tourism, Ministry of Railways, Government of India, New Delhi. 
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e) Provision of special tourist quota on select trains for foreign tourists and 
Non-Resident Indians (NRIs) against foreign currency; 
f) Provision of Indrail Passes, to give the foreign tourist and NRIs an 
unlimited travel option on Indian Railways, within a fixed period of its 
validity and at a fixed amount. 
g) Establishment of International Tourist Bureaus (ITBs) at different places 
in the country; and 
h) Provision of circular tours on fixed and customised itineraries for 
domestic tourists. 
The organisation, although set up very promising objectives, but due to 
lack of professionalism and coordination with other relevant agencies, most of 
these objectives remained only on paper. About 38 itineraries [see Appendix I] 
for all-inclusive package tours were developed on very important tourist 
circuits throughout the country, but these could not attract tourists because of 
lack of any proper booking systems. The tourists had to go through a long 
procedure before they could actually book a package. The tourists felt it easy to 
get the point-to-point reservations, than to reserve a tour package. They were 
also not given any special treatment by the railway, rather were treated just as 
other passengers. Even the foreign tourists could not be lured by these tour 
packages and they rather, opted for point-to-point reservations or Indrail 
Passes. In fact the Indrail Passes became a big hit among the foreign tourists 
and NRIs. particularly among those who stayed in the country for longer time 
and whose stay involved extensive travel between different tourist destinations. 
Tourism business calls for specialised professional skills and dynamic 
management structures that have far more in common with corporate work 
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culture than a government department. This was realised by the Indian 
Railways in late 1990s and together with the desire to strengthen the railway 
industry's linkages with the travel and tourism trade and make full use of all 
possibilities of rail-related travel and tourism business in India, the Indian 
Railways made some bold and crucial policy decisions to meet the 
requirements of the ever-expanding and dynamic tourism trade. This change in 
the attitudes and approaches of the railway towards tourism trade was also due 
to its international exposure through participations in international railway and 
tourism events and marts. The first major step in this regard came in the year 
1999. when Indian Railways designated that year as the 'Explore Indian 
n 
Millennium Year'. During that year, Indian Railways launched a number of 
schemes for the promotion of tourism in the country. The year was launched to 
promote rail-based tourism as priority activity, through aggressive publicity 
and awareness efforts, special rail excursions, package tours, special trains for 
different tourist circuits, augmentation of foreign tourist quota in important 
trains, such as, Shatabdi and Rajdhani trains and promotion of youth tourism 
etc. These activities were intended at projecting India as a major tourist 
destination in general and promoting Rail-based tourism in particular. In the 
same year Ministry of Railways also signed an agreement with the Ministry of 
Civil Aviation appointing two national carries; - Air India (AI) and Indian 
Airlines (lA) - as GSAs for global marketing of rail-based tourism in India and 
sale of Indrail Passes and other rail-based tourism products, such as 
computerised tickets, luxury train tickets, weekender packages etc., through 
their distribution networks and retailers abroad. This was a significant step 
taken by Indian Railways to facilitate foreign tourists with easy availability and 
purchase of Indrail Passes and other rail-based tourism products. The other 
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major step towards this direction was the establishment of an independent 
railway tourism company called Indian Railway Catering and Tourism 
Corporation (IRCTC), with the objectives of promoting rail-based tourism in 
the country. 
4.3 Indian Railway Catering and Tourism Corporation (IRCTC) 
IRCTC was established on September 27, 1999 and came into effect 
from April 2001. The company has been incorporated under the Companies 
Act of 1956, with an authorised capital of Rs 50 crore, as a public sector 
undertaking flilly owned by the Ministry of Railways, Government of India. 
The company is set up by the Indian Railways as a part of its long term strategy 
towards organisational reforms and restructuring to induct professionalism into 
its stream and divest its peripheral areas of operation connected to its core 
business of transportation, and to strengthen its links with the travel and 
tourism industry. 
4.3.1 Objectives oflRCTC 
The IRCTC was established with the following objectives: 
i) To work as a marketing wing of Indian Railways passenger and 
hospitality business and to provide a single window service clearance to 
rail users, particularly the tourists, 
ii) To promote rail-based tourism in the country in coordination with state 
and private agencies, such as tour operators, travel agencies, travel and 
tour associations, hospitality & catering industry etc. 
iii) To consolidate the existing fragmented unorganised rail-tourism and 
catering services. 
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iv) To exploit the full potential of retail catering outlets at stations and 
circulating areas by providing multi-cuisine fast food outlets in a 
hygienic environment, 
v) To promote Value Added Tour (VAT) packages, and to provide the 
customer with better quality of catering services, preferably branded 
services, at alTordablc prices, 
vi) To promote international and domestic tourism through development of 
budget hotels, special tour packages, information and commercial 
publicity, and global reservation system, 
vii) To help construction, operation and management of boarding & lodging 
facilities/budget hotels in private sector on Build, Own, Operate and 
Transfer (BOOT) basis or through joint ventures, and also manage 
existing railway holds/raiIyatri niwas projects, 
viii) To act as a regulator, and monitor all the activities thereof 
4.3.2 Organisation of IRCTC 
IRCTC, with its headquarters at New Delhi, is headed by a chairman 
who is also Member Traffic in the Railway Board. The overall activities of the 
organisation are looked-after by a Managing Director, who is immediately 
under the chairman. The organisational structure of IRCTC is given in Chart 
4.2. 
IRCTC has four zonal offices, one each at Delhi (Northern Zone), 
Chennai (Southern Zone), Kolkata (Eastern Zone) and Mumbai (Western 
Zone). Each zonal office is headed by a group general manager, who directly 
reports to the managing director at IRCTC headquarters. 
Rail Yatri Niwas - low-priced/budget hotels for rail passengers owned and operated by Indian 
Railways, usually located near important railway stations. 
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Chart 4.2: Organisational Structure of IRCTC 
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Source: Indian Railway Catering and Tourism Corporation (IRCTC), New Delhi 
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The operational activities of the organisation are primarily divided into 
following: 
4.3.2.1 Tourism and Marketing 
This section has the responsibility of promoting rail-based tourism in the 
country, through VAT packages, chartered schemes, and private sector 
involvement in rail-based tourism promotion. The marketing of all the rail-
based tourism products and services is also entrusted to this division. 
4.3.2.2 Catering Services 
This section looks after the catering services on the platforms, and on 
board the trains on Indian Railways network. 
4.3.2.3 IT Services 
It manages and looks after the online/internet ticketing and other IT 
related services such as maintenance of information and database etc. 
4.3.3 Initiatives Taken by The Organisation 
The organisation during its three years of operations, took various steps 
towards achieving its objectives, such as: 
4.3,3.1 Introduction of New Technology 
Indian Railways established its own intra-net, which envisages 
networking between Railway Board, zonal headquarters, divisional 
headquarters, production units etc., through LAN/WAN. To provide its 
customers the facility of computerised ticketing, IRCTC began its operations in 
online ticketing venture through its website, www.irctc.co.in. The IRCTC's 
web reservation system now enables its customers to purchase Indian Railways 
train tickets from an>where in the world and have the tickets delivered to their 
doorsteps. 
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The online ticketing on IRCTC website started in August 2002. The 
service initially offered only to the national capital territory of Delhi was later 
extended to other metros. Today the service is available in more than 85 centers 
in the country. The website used initially to handle on an average 112 tickets a 
day, but reached to an average of 2000 tickets a day in March 2003 and about 
8000 tickets a day in December 2003. At present the bookings are done by 
individuals only, as the bulk, corporate and travel agent bookings are not yet 
allowed on the site. Also a registered customer is allowed to make a maximum 
of four bookings a month with not more than six passengers in one booking. 
The online ticketing by IRCTC will grow by leaps and bounds as soon as these 
categories are allowed to book their tickets online. 
The IRCTC's data analysis on online bookings shows that the premium 
trains like Rajdhani Expresses account for about 50 percent of all the online 
bookings and 52 percent of the remaining is done on second class of mail or 
express trains. About 65 percent bookings are done by the people from their 
offices. The females account for 16 percent of the bookings. 
However, IRCTC does not offer facilities for onward journeys, cluster 
stations or circular journeys with provisions for halting at different stations 
through their website. It also does not offer tickets against available tourist 
quota to the international tourists, which is surprising as the organisation has 
been set up with the basic objective to promote tourism. 
4.3.3.2 Promotion of Foreign (Inbound) and Domestic Tourism 
To promote inbound and domestic tourism in the country, IRCTC has 
planed to set up about 100 budget hotels, in addition to manage and operate the 
existing rail yatri niwases at all the major locations, holding attraction to the 
inbound and domestic tourists, to provide comfortable and affordable stay. The 
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IRCTC provides for earmarking of berths/seats for VAT packages on Indian 
Railways. These packages are operated on various tourist circuits in association 
witii the leading tour operators in the country. To promote VAT packages there 
are three chartered plans offered by IRCTC to tour operators and travel agents. 
4.3.3.2.1 Chartered Trains 
The tour operators can hire/run special chartered trains as per their 
desired tour programs/itineraries. 
4.3.3.2.2 Chartered Coaches 
For the groups of tourists whose itinerary matches the schedules of 
regular trains, there is a facility of booking entire coaches or carriages. The 
chartering party books the entire coach/carriage, which can be attached to the 
regular trains as per the requirements of chartering party/tour operator. 
4.3.3.2.3 Earmarking of Berths/Seats 
For smaller groups the tour operator can buy the desired number of 
berths/seats on a particular train. Under this scheme the tour operator is 
required to buy out a fixed number of seats on a particular train for a fixed 
period of six months or a year, with a uniform periodicity of tour programs 
which may be on daily, weekly or fortnightly etc., basis. 
4.3.3.2.4 ProfessionlJsed Catering Services 
The poor catering services on Indian Railways has always been a 
concern for the tourists and also for the normal passengers. The IRCTC came 
up with its plans to professionalise and reorganise the catering services on the 
trains and on platforms throughout the country. IRCTC primarily deals with 
three types of catering establishments, which are: 
i) The stationary passenger catering stalls, food plazas and refreshment 
rooms, on railway stations. 
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ii) Mobile catering units, whicii supply food to passengers on board the 
trains (pantry cars), 
iii) Base kitchens, which supply food to trains. 
4.3.4 Future of IRCTC 
IRCTC can play a bigger role in promoting tourism through railway in 
the country. But in real terms it is at present operating just as a mediator 
between the tour operators and the Indian Railways. IRCTC takes the bookings 
from the tour operators and reserves the berths or coaches with Indian 
Railways, adds up a margin (usually 8%) on total cost and passes it on to 
private tour operators, therefore, performs the role of a mediator rather than a 
tour operator. Though, through IRCTC, there is a significant positive change 
towards the promotion of rail-based tourism in India, the organisation needs to 
broaden its scope through specialised services for tourists. It must operate as a 
tour operator and not just as a mediator between the Indian Railways and 
private tour operators. 
A significant step to promote domestic corporate travel by IRCTC, 
however, came in October 2003, when it opened its services to direct corporate 
bookings. A chartered train was booked by Larson & Toubro (L&T), for 700 
persons consisting of its employees and their families, which left Chennai on 
19"' October 2003, for a five day picnic, to Goa'.^ Table 4.3 shows the tourist 
bookings done by IRCTC during 2001 to 2004. 
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Table 4.3 Different Types of Tourist Bookings Done by IRCTC During 
2001-2004 
Year 
2001-02 
2002-03 
2003-04 
Total 
Trains 
41 
37 
44 
122 
%age 
change 
over 
previous 
year 
— 
-9.75 
18.92 
Coaches 
104 
256 
400 
760 
%age 
change 
over 
previous 
year 
— 
146.15 
56.25 
Berths 
N.A 
28,308 
15,918 
44,226 
%age change 
over previous 
year 
— 
— 
-43.77 
Source: Indian Railway Catering and Tourism Corporation (IRCTC), New Delhi. 
IRCTC started its operations in April 2001. During the first financial 
year of its operations the IRCTC booked 41 trains, and 104 coaches. The 
number of trains booked declined to 37 in 2002-03, however the number of 
coaches booked increased from 104 in 2001-02 not to 256 in 2002-03 showing 
a growth of 146.15 percent. The number of berths booked in the same year 
stood at 28,308. In the financial year 2003-04, the IRCTC booked 44 train 
showing an increase of 18.92 percent over the previous year and the coaches 
booked stood at 400 with a percentage increase of 56.25 over the previous year. 
However, there was a drastic decline of 43.77% in the number of berths booked 
by IRCTC, which decreased to 15,918 from 28,508 a year before. The decline 
in booking of berths was due to the change in cancellation rules by the Indian 
Railways pertaining to the private operators who booked bulk berths. Up to 
2002-03, the cancellation rules were similar for the bulk bookings as were 
applicable to other individual bookings. However, during the financial year 
2003-04 the Indian Railways revised its cancellation rules with regard to bulk 
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bookings of tourists by private operators through IRCTC. According to the new 
rules, if the operator books a particular number of berths on Indian Railways 
and by any circumstances has to cancel them, only 20% of the total amount is 
to be reimbursed and 80% stands non-refundable. This became a stumbling 
block for the operators taking in consideration the impredictabillty of overall 
tourism industry. This is however, an unjustified demand put up by the railway, 
as the private operators pay the membership fee in advance for bulk bookings. 
There should, instead, be a time limit, as in case of airlines, where after a 
particular deadline the seats get automatically cancelled. 
To professionalise and to facilitate the tourists with better and branded 
catering services in hygienic environments, the IRCTC took to set up food 
plazas on selected railway stations in the country. In the first initiative to this 
effect 50 such food plazas were planed to be set up by the end of year 2003, 
through private participation, of which only 16 were made functional by the 
end of that year. By the end of March 2004, 11 more food plazas were set up 
taking the total number to 27. Through private participation these multi-cuisine, 
multi-outlet food plazas are primarily intended to facilitate and promote 
tourism in the country. Also more such plazas are planed to be established at all 
the 285 stations chosen by IRCTC to be developed as model stations. The 
tourists (both domestic and international) have always been complaining of 
poor and unhygienic catering facilities on Indian Railways (both at railway 
stations and on board the trains). This move towards reorganising the catering 
facilities on Indian Railways network will surely help the railway to attract 
more tourists. IRCTC has also drafted strict guidelines for the appointment of 
catering agencies for the establishment of these catering units. This will help 
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maintain the quality of catering services. The detailed eligibility criteria for the 
establishment of these catering units are given in Appendix II. 
4.4 Foreign (Inbound) Tourism on Indian Railways 
The Indian Railways has been a preferred mode of transport of foreign , 
tourists to meet their travel requirements during their stay in India. This is not 
only because of its vast reach but also due to its romantic journeys, glorious 
history, nostalgic heritage etc., which are the prime attractions of Indian 
Railways. The figures brought out in Table 4.4 show the number of foreign 
tourists booked by ITB, New Delhi, and the GSAs abroad. The total figures 
may be higher than these as the figures do not include the number of foreign 
tourists booked on Indian Railways in other parts of the country, due to non-
availability of these figures. 
97 
o 
o 
I 
r-
ON 
9i 
Q 
H 
O 
o 
<: 
O 
o 
1/3 
o 
(/) 
ON 
9i 
u 
e 
a 
c« 
13 
a> 
.:^ 
o 
o 
CQ 
u 
s 
o 
H 
o 
u 
E 
s 
Z 
o 
-"it 
z 
1 
O U i
o 
^ — 
at: 
OH >% 
„ X> 
"2 2 
•o o 
^ O ) 
^ 
.£3 
% 
o Ut 
O 
>, 
«2 X ) 
.S "^  m 
3 ^ H 
o o •—' 
H o 
CQ 
:i? 
o^ 
X 
1 2 
O 
r#\ CA 
V3 " i 
60 CZ) 
to _ I t- -O 
•o -5 c 2 •— C/2 
^ 1 
O 
1 ^ 
o 
>^  (/3 JD 
3 ^ 00 
O 9 Q H O 
CQ 
v: 
1 
1 
< 
z 
1 
1 
rn 
O 
oo 
vri 
—" 
1 
1 
(N 
•* tN 
oT 
1 
1 
en 
o\ 00 
I N " 
0 0 
OS 
1 
r-
ON 
a \ 
1 1 
1 
1 
< 
o 
^ - i 
Tt 
(N 
+ 
ro 
r~-0 0 
o 
—" 
•<4-
r-j 
i n 
• 
0 0 
VT) 
r-^ 
oo" 
m 
(N 
w! 
m 
+ 
VO 
»—" o 
o " 
cr\ 
1 
0 0 
ON 
ON 
^ i ^ 
1 
1 
Tf 
00 
VO 
m 
•<t 
1 
o 
IT) 
r i 
0 0 
—" 
n 
r-^  
r-i 1 
o 
t s 
i n 
oo' 
^ 
rn 
r - < 
<N 
1 
O 
l O 
o 
o 
o 
»s 
ON 
ON 
ON 
^ i H 
• — i * 
—^  
l O 
^ 
o 
r-
Ov 
ro 
^^  
+ 
ro 
O 
r-" 
o (N 
fN 
''T 
• ^ 
7 
OS 
•^ 
r-~ 
ON" 
>o 
^ 
i n 
+ 
. — 1 
NO 
in^ 
NO" 
^^  
o 
o 
o © 
fS 
o 
vo 
ON 
r n 
1 
^ 
NO 
t-^ 
vo 
r^  
T - M 
1 
• ^ 
ON 
o 
r^  
»• 
ro 
r^  
o\ 
1 
VO 
(N 
0 0 
r~-" 
o 
«n 
ON 
1 
0 0 
0 0 
0 \ 
"^" 
«s 
o 
^ N 
o 
o ( S 
o 
VO 
' ' f 
1 
VO 
•* 
o 
OS 
»n 
»—( 1 
VO 
<N 
""t 
^ i M 
o 
ON 
r<^ 
1 
1 M H 
t s 
m # 1 
f S (N 
^ 
v - ^ 
1 
t ^ 
O 
m" 
fO 
o 1 
o 
o 
n 
•^ 
Q 
E 
z /^ 
2 
3 
c 3 CQ 
.t? 
rO 
13 
c 
_o 
E 
u ts c 1—1 
& 
o * 
' O i 
'3 
^ 
o 
1 
B 
p 
( 4 1 
•T3 
Ji 
* ^H 
o U 
V 
u 
la 
3 
o yn 
0 1 
1 
a 
s 
t 
o 1 
I 
73 
_3 
"S 
.s 
o 
s 
v> 
u 
o 
73 
O 
,- ^ 
(4-1 U 
O -iJ 
JD ' -S 
E a 
S 6 
Z JD 
98 
Table 4.4 reveals that there has been a significant growth of 55.25 
percent in the number of tourists booked by GSAs in 1998-99 over the previous 
year. The year 1999-2000 witnessed a decline of 21.31 percent over 1998-99. 
There was again a growth of 5.15 percent in 2000-01 but the years thereafter 
show a continuous decline of 9.50 percent in 2001-02 and 11.22 percent in 
2002-03. The number of Indrail Passes sold by GSAs shows a similar pattern 
with continuous negative growth over the years except in the year 2000-01, 
which showed a positive growth of 14.42 percent over the previous year. The 
number of tourists booked by ITB shows a 24.10 percent increase in 1998-99 
over the previous year. The year 1999-2000 saw a decline of 4.56 percent. 
There was an increase of 14.42 percent in 2000-01 over 1999-2000. The years 
2001-02 and 2002-03 show a decrease of 19.73 percent and 3.90 percent 
respectively over the previous years. The figures of Indrail Passes sold by ITB 
show that there has been a continuous decline over the years, i.e., 45.11 percent 
in 2000-01, 39.60 percent in 2001-02 and 24.60 percent in 2002-03 
respectively over the previous years. The negative growth in 2001-02 and 
2002-03 can be attributed to the overall downturn in the tourist movements 
after the September 11, 2001; terrorist strikes on World Trade Center and the 
subsequent adverse travel adversaries by the western countries against India. 
However, the overall figures in the table reveal an interesting fact that the 
point-to-point bookings by foreign tourists through ITB have always been on 
the higher side as against those of GSAs abroad, while the number of Indrail 
Passes sold show a reverse trend in favour of GSAs. This fact shows that the 
foreign tourists after entering India prefer point-to-point tickets on Indian 
Railways as against the Indrail Passes. 
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It can be observed from Table 4.5 that the earning potential of Indian 
Railways from foreign tourists is significant. However, the earnings do not 
show a smooth sailing. The earnings of ITB against the sale of point-to-point 
tickets in 1997-98 were Rs 6.43 crore, which grew by Rs 2.30 crore to 8.73 
crore in 1998-99. The earnings in 1999-2000 decreased by Rs 0.51 crore to Rs 
8.22 crore. The year 2000-01 shows a growth in earnings by Rs 0.68 crore over 
the previous year to Rs 8.90 crore. During the years 2001-02 and 2002-03 there 
was a decline in the earnings to Rs 8.70 crore and Rs 8.24 crore respectively. 
Table 4.6: Sale of Indrail Passes by ITB, New Delhi, 1999-2000 to 2002-03 
Year 
1999-2000 
2000-01 
2001-02 
2002-03 
Number of 
Indrail 
Passes Sold 
1 
184 
101 
61 
46 
Earnings (in 
US$) 
2 
26,375 
21,379 
12,812 
10,941 
Equivalent 
(inRs) 
3 
11,24,731 
9,67,942 
6,03,650 
5,17,761 
Equivalent 
of3(inlakh 
Rs) 
4 
11.25 
9.68 
6.04 
5.18 
Source: Compiled from the Office Records of International Tourist Bureau (ITB), 
New Delhi. 
Table 4.6 shows the earnings of ITB on the sale of Indrail Passes. The 
earnings of ITB on this account show a continuous decline from Rs 11.25 lakh 
in 1999-2000 to Rs 9.68 lakh in 2000-01. In 2001-02 it declined to Rs 6.04 lakh 
and to Rs 5.18 lakh in 2002-03. The decline in the earnings corresponds to the 
decline in the number of Indrail Passes issued by ITB. 
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Table 4.7: Country-Wise Breakup of Number of Indrail Passes Sold by 
GSAs Aboard, 1997-2003. 
Country 
Australia 
Bahrain 
Bangladesh 
Canada 
Finland 
Germany 
Japan 
Kuwait 
Malaysia 
Oman 
S. Africa 
Sri Lanka 
Thailand 
UAE 
UK 
USA 
Total 
Source: Compile 
1997-98 
159 
— 
1,421 
58 
292 
228 
122 
— 
61 
244 
810 
— 
110 
938 
4 J 83 
616 
9,242 
;d from Of 
1998-99 
97 
— 
1,826 
25 
248 
277 
78 
— 
— 
709 
242 
— 
17] 
1,078 
3,695 
312 
8,758 
Ice Records 
1999-2000 
115 
74 
1,034 
— 
632 
211 
33 
13 
136 
677 
725 
363 
10 
865 
3,632 
— 
8,520 
of Internatic 
2000-01 
140 
162 
1,721 
— 
620 
174 
— 
— 
17 
683 
741 
363 
— 
828 
4,253 
— 
9,749 
)nal Tourist 
2001-02 
30 
133 
1,204 
— 
618 
147 
— 
63 
32 
389 
324 
314 
— 
771 
3,801 
— 
7,826 
Bureau (ITE 
2002-03 
— 
58 
1,653 
— 
505 
170 
— 
— 
— 
403 
351 
114 
— 
796 
3,471 
— 
7,521 
J), New 
Delhi. 
Table 4.7 reveals that there has been a good response to Indrail Passes 
from foreign tourists through GSAs abroad. The number of tourists from UK 
using Indrail Passes has always been the highest with average 42-46 percent 
share in total Indrail Passes sold by GSAs abroad between 1997 and 2003. It 
can be observed from the table that the tourists from UK, Germany, Finland, 
UAE, Oman, Bangladesh, S. Africa, Bahrain and Sri Lanka have been regular 
users of Indrail Passes with highest average number of passes sold in UK, 
followed by Bangladesh, UAE, Malaysia, Oman, S. Africa and Germany in that 
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order. Canada and USA show no sale since 1999-2000, while there has been no 
sale in Japan and Thailand since 2000-01 and in Malaysia & Kuwait 
in 2002-03. 
Table 4.8: Country-Wise Earnings on Sale of Indrail Passes by GSAs 
Aboard, 1997-2003 
(in US$) 
Country 
Australia 
Bahrain 
Bangladesh 
Canada 
Finland 
Germany 
Japan 
Kuwait 
Malaysia 
Oman 
S. Africa 
Sri Lanka 
Thailand 
UAE 
UK 
USA 
Total 
1997-98 
29,676 
— 
7,761 
10,077 
21,397 
30,024 
24,055 
— 
4,356 
43,046 
34,454 
— 
2,274 
35,595 
3,80,087 
58,630 
6,81,432 
1 1998-99 
12,110 
— 
21,704 
4,451 
9,343 
27,871 
9,545 
— 
— 
51,460 
15,482 
— 
4,684 
34,915 
3,51,428 
27,909 
57,0902 
1999-2000 
17,312 
2,106 
23,598 
— 
29,482 
17,757 
4,861 
1,129 
4,128 
32,901 
36,190 
9,548 
345 
32,409 
2,90,950 
— 
5,02,716 
2000-01 
18,949 
5,099 
58,293 
— 
20,065 
21,139 
— 
3,561 
657 
20,679 
38,238 
1,063 
— 
29,944 
3,25,306 
— 
5,52,563 
2001-02 
5,074 
3,291 
35,160 
— 
20,182 
12,435 
— 
2,539 
3,896 
13,793 
17,972 
7,717 
— 
27,582 
3,00,209 
— 
4,50,430 
2002-03 
— 
1,536 
67,764 
— 
18,236 
16,962 
— 
— 
— 
13,896 
14,759 
2,345 
— 
24,863 
2,47,362 
— 
3,97,723 
Source: Compiled from Office Records of International Tourist Bureau (ITB), New 
Delhi. 
The country-wise earnings on the sale of Indrail Passes as brought out in 
Table 4.8 show a similar pattern of growth corresponding to the number of 
Indrail Passes issued during this period. Table 4.9 shows the average spending 
by tourists on Indrail Passes. 
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Table 4.9: Average Spending by Tourists from Different Countries on 
Indrail Passes for 2002-2003 
Country 
Bahrain 
Bangladesh 
Finland 
Germany 
Oman 
S. Africa 
Sri Lanka 
UAE 
UK 
Total 
Number of 
Indrail Passes 
used 
58 
1,653 
505 
170 
403 
351 
114 
796 
3,471 
7,521 
Amount spend 
(in US$) 
1,536 
67,764 
18,236 
16,962 
13,896 
14,759 
2,345 
24,863 
2,47,362 
4,07,723 
Average 
spending per 
tourist (in US$) 
26.48 
40.99 
36.11 
99.78 
34.48 
42.05 
20.57 
31.23 
71.26 
54.21 
Source: Compiled from the Office Records of International Tourist Bureau (ITB), 
New Delhi. 
The average spending per tourist on Indrail Passes is calculated as: 
Total amount spent 
Average spending = 
Total number of tourists 
The figures put in Table 4.9 reveal that the Germans are the highest 
average spenders on Indrail Passes. Against an overall average of US$ 54.21 
per tourist, the Germans spend US$ 99.78 per tourist, followed by UK tourists 
at US$ 71.26. The South Africans follow UK tourists with US$ 42.05 per 
tourist at number three and Bangladesh at fourth position with US$ 40.99 per 
tourist. The average spending by the tourists from other countries, as shown in 
the table, ranges between US$ 20 and US$ 37 per tourist. While the number of 
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tourists using the facility of Iiidrail Passes from a particular country is 
important in market segmentation, the average spending by tourists, on Indrail 
Passes, from these countries is also to be taken into consideration, which gives 
an idea of revenue generation potential per tourist from these countries. 
The preceding figures and discussion show that Indian Railways can 
contribute significantly in the promotion of foreign inbound tourism in the 
country. However, comparing these figures with the total international arrivals, 
these figures seem insignificant. 
Table 4.10 shows the number of international tourists booked by ITB, 
New Delhi and GSAs abroad, including the number of Indrail Passes issued, in 
comparison to total foreign tourist arrivals in the country in different years. 
Table 4.10; Foreign Tourists Booked by ITB, New Delhi & GSAs Abroad 
as a Percentage of Total Foreign Tourist Arrivals in India 
in Different Years 
Year 
1999-2000 
2000-2001 
2001-2002 
2002-2003 
Foreign tourists booked 
by ITB & GSAs abroad 
(in million) 
1 
0.21 
0.24 
0.20 
0.17 
Foreign tourist arrivals in 
India (in million) 
2 
2.50 
2.70 
2.43 
2.47 
1 as % age of 2 
3 
8.40 
8.89 
8.23 
6.88 
Source: Compiled from the official figures obtained from ITB, New Delhi; Tourism 
Yearbook 2003, Ministry of Tourism, Gol, New Delhi; and The Economic Survey 
2003-04, Table 7.10, p. 138, Taxmann Publications, New Delhi. 
Table 4.10 shows the number of foreign tourists on Indian Railways in 
comparison to the foreign tourist arrivals in India during different years. The 
foreign tourists on Indian Railways include only those registered by ITB, New 
Delhi, and GSAs abroad on point-to-point tickets or against the issue of Indrail 
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Passes. It appears from the figures in the table that the potential of international 
tourism on Indian Railways has remained unutilised. The figures in the table 
show that, only 6-9 percent of foreign tourists actually travel on railway in 
India. The percentage may go higher than this, if the foreign tourist bookings 
from other parts of the country are included. But according to the official 
sources at ITB, New Delhi, the numbers of bookings from other parts are very 
insignificant and the actual figures are not available. Considering this the share 
of foreign tourists actually traveling on Indian Railways may not go higher than 
8-10 percent. These figures are far lower than the 48 percent (see table 4.2), 
who prefer to travel on Indian Railways. Though, to attract foreign tourists 
Indian Railways has made provisions of special facilities for them in the form 
of Foreign Tourist Quota, Indrail Passes, separate window for bookings at 
major railway stations and airports, and one year advance reservations etc. But 
the procedures to avail these facilities, particularly in smaller cities, are so 
cumbersome that the tourists either don't avail these facilities or shift to other 
modes of transport. Add to this, the Indian Railways has an image problem as 
being unclean, dirty and uncomfortable. A report was brought out by the 
consultant, A.K Kearney and Confederation of Indian Industries (CII) in 
1999'°, as a result of an exit survey after interaction with 600 visitors leaving 
IGI Airport, New Delhi. The report rated the image of Indian Railways as poor 
with common complaints being that, signage only in Hindi is not sufficient, and 
the screaming need is for cleaning up the place or that it is just too dirty for 
comfort. The situation thus demands from railways to actively build its image, 
through working for clean and hygienic environs in and around the railway 
stations and also on board the trains. The special facilities for foreign tourists 
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must be made customer friendly and the hurdles and time-consuming 
fomialities must be avoided. 
4.5 Domestic Tourisin on Indian Railways 
The domestic tourism market in India has been growing at a 
significantly faster rate for last many years due to increase in per capita income 
in the country and consequent increase in disposable income of the middle and 
upper middle class population in the country. The post-September 11, 2001 
scenario and the present disturbances in many parts of the world have led the 
countries to increasingly focus on domestic tourism markets, as it is less 
susceptible to global disturbances. Table 4.11 shows the growth in the number 
of domestic tourists in India during past few years. 
Table 4.11: Domestic Tourist Visits in India, 1995-2002 
Year 
1995-96 
1996-97 
1997-98 
1998-99 
1999-2000 
2000-01 
2001-02 
Tourist visits (in 
million) 
136.6 
140.1 
159.9 
168.2 
190.1 
220.1 
234.2 
%age change over 
previous year 
— 
2.57 
14.13 
5.21 
13.02 
15.79 
6.41 
Source: Compiled from Tourism Yearbook 2003, Ministry of Tourism Gol, New 
Delhi. 
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Table 4.11 reveals that the domestic tourist visits in the country 
increased from 136.6 million in 1995-96 to 234.2 million in 2001-02 
registering an aggregate growth of 71.45 percent. Though, the percentage 
change over corresponding previous years is not consistent, the average annual 
growth rate of 11.91 percent over these years is indicative of the significant 
potential of this market. Also the domestic tourism has gained increased 
attention for the last few years from the policy makers particularly after 
September 11, 2001 attacks on World Trade Center in America and the recent 
out break of the infectious respiratory disease, SARS, in the East Asian 
Countries. Domestic tourism, which is considered not to be a effected by such 
global occurrings has attracted larger attention allover the world and India is 
not an exception to this trend. 
The Indian Railways, which is the prime mode of tourist transport in the 
country, particularly in medium and long distance journeys, has a bigger role to 
play to promote domestic tourism in the country. The estimates in Table 4.2 
show that about 30 percent of the domestic tourists in the country prefer 
railway as their mode of travel. Also looking at the profile of domestic tourists, 
as revealed in Graph (pie chart) 4.2 with regard to the purpose of their travel, 
the studies show that about 30.3 percent of them travel for social functions, 
13.8 percent for leisure, 10.4 percent for business, 6.9 percent for religious 
purposes and those who travel for purposes other than these comprise 38.6 
percent and most of them travel to visit friends & relatives. 
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Graph (pie chart) 4.2: Percentage of Domestic 
Tourists with Regard to Their Purpose of Travel 
6.9 , 
10.4 ! n Religion 
38.6 
13.8 
I Business 
I Leisure 
30.3 
D Social Functions 
• Others (largely 
include VFR*) 
Source: Compiled from the figures by Uttam Dave, Dimensions of Domestic 
Tourism, paper presented at PATA India Chapter Industry Meet, Hyderabad, 
December 2002. 
*VFR- Visiting Friends & Relatives. 
No doubt the high profile business and leisure tourists may prefer to 
travel by air. but majority of the others would travel either by road or rail. With 
a high percentage of these tourists traveling long distances, from south to north 
or east to west or vice versa, the railway becomes an obvious choice. 
Though Indian Railways has for the last two decades shown 
considerable enthusiasm to promote tourism, it has mainly focused its efforts 
on foreign tourists and the high potential domestic tourism sector remained 
neglected. For the past few years now, Indian Railways has started realising the 
importance of domestic tourism sector and has promoted some special schemes 
for the convenience of domestic tourists, like circular/standard journeys; 
introduction of fast, comfortable and affordable trains like Jan Shatabdi 
Expresses and Sampark Kranti Expresses; development of model railway 
stations; and provisions for hygienic and branded catering services on stations 
and within the trains etc. Still a lot remains to be done to cater to this sector. It 
is in fact, surprising that Indian Railways has never tried to maintain the 
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statistics regarding tiie domestic tourists traveling on its network, rather has 
treated them like other passengers. 
Tourists want to be pampered, but unfortunately the Indian Railways 
does not have any provision to differentiate between a domestic tourist and a 
normal traveler. Right from the booking stage they are being treated just as 
other passengers. While booking a ticket on Indian Railways, the only 
information required to be furnished by a person domiciled in India is ones 
name, age, sex, the class of travel, boarding and destination places and infact 
the name and number of the train and the date of travel. All this information in 
no way differentiates a tourist from a normal traveler. Therefore, in the absence 
of any statistics pertaining to the domestic tourists, the policies and 
promotional measures for tourism by Indian Railways remain flawed. The 
Indian Railways, thus, needs to develop a mechanism through which the 
traveling people are asked to furnish information regarding the purpose of their 
travel and differentiate a tourist from a normal traveler. The tourists can then be 
provided with added facilities, such as separate coaches attached to normal 
trains, which may be named as 'Tourist Class', with onboard facilities like 
attendants, provision for bedding, special catering and refreshment services etc. 
These facilities, no doubt, can be provided only at higher than the normal fares 
but would still be acceptable to the tourists. This will in long run generate 
added revenues for Indian Railways at little additional cost. However, singling 
out the tourists from the wide set of travelers with whom they are tangled, is no 
doubt a tricky issue, as it involves isolation of motives of travel. But if it is 
done, it will form a reliable and efficient databank for the railway authorities 
and planners to efficiently draft their policies and effectively implement them. 
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4.6 Special Facilities for Tourists on Indian Railways 
Indian Railways provides some special facilities for tourists. Some of 
these are exclusively for foreign tourists and some exclusively for domestic 
tourists while others are common to both. 
4.6.1 Facilities for Foreign Tourists 
Some major facilities offered to foreign tourists on Indian Railways are 
as follows: 
4.6.1.1 Separate Booking/Reservation Provisions 
Foreign tourists are provided separate booking/reservation facilities 
through ITBs, which are the special reservation-cum-information offices of 
Indian Railways, exclusively for foreign tourists and Non-Resident Indians 
(NRIs). The ITBs have been set up in all the zonal headquarters of Indian 
Railways and at major international entry points in the country. A separate 
window facility is also provided for them at major railway stations located in 
the places of tourist interest. The ITBs issue all types of reserved tickets and 
Indrail Passes to the foreign tourists and NRIs, holding valid passport and valid 
tourist visa, against the payment of US Dollar, Pound Sterling or any other 
convertible currency and in Indian National Rupee (INR) against encashment 
certificate. 
4.6.1.2 Foreign Tourist Quota (FTQ) 
This is a special facility for foreign tourists to get a train reservation on 
short notice, especially during various high seasons when many trains are full-
booked weeks in advance. There is an allotment of tickets set aside for foreign 
tourists on well traveled tourist routes, on important trains, from some 
designated stations, which is called as 'Foreign Tourist Quota (FTQ)'. The 
tickets under this quota can be purchased from ITBs or from special counters 
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on some major stations designated for the purpose. To avail this quota a foreign 
tourist is required to produce valid passport with valid tourist visa. The tickets 
on this quota can be bought against US Dollar, Pound Sterling, or any other 
convertible currency and also in INR against encashment certificate. 
4.6.1.3 Indrail Passes 
Indrail Passes or in other words 'travel as you like' tickets, were 
introduced by Indian Railways to attract foreign tourists and NRIs and to give 
them option of unlimited travel on any train of their choice to any destination 
they choose within a stipulated time period for which the pass is valid. The 
Indrail Passes were earlier valid for 7, 15, 21, 30, 60 and 90 days, but for the 
convenience of the transit and short stay tourists, Indrail Passes with '/2 day, 1 
day, 2 days and 4 days validity have also been introduced. Indrail Passes intend 
to give the tourists on budget, the flexibility of travel over entire Indian 
Railways network without any route restriction, within the period of its 
validity. These passes are issued only to foreign tourists and NRIs against the 
payment of US Dollar, Pound Sterling or any other convertible currency or in 
INR against encashment certificate. The pass holder is not required to pay any 
reservation fee, super fast charges, or any surcharges for the journey. The 
Indrail Passes, however, do not automatically entitle its holder to a confirmed 
seat^erth on a train. The pass holder has to make the reservation separately, 
but if the train is full a tourist can avail FTQ or even the emergency VIP quota. 
Indrail Passes are sold through ITBs in the country and GSAs abroad and also 
through the Air India and Indian Airlines outlets overseas. Certain leading 
travel agencies and tour operators in Delhi, Mumbai, Kolkata and Chennai 
have also been authorised by Indian Railways to issue these passes. The fares 
of Indrail Passes are set according to the number of days and the class of travel. 
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4.6.1.4 Services of Overseas GSAs 
For the convenience and com fori of foreign tourists Indian Railways has 
appointed about 16 GSAs overseas for the sale of tickets and Indrail Passes. 
They are also authorised to sell any other rail-based tourism products on Indian 
Railways. So far the GSAs have been appointed in USA, UK, Germany, 
Canada, Japan, Thailand, Malaysia, Australia, Finland, UAE, Oman, 
Bangladesh. S. Africa, Kuwait. Bahrain and Sri Lanka. 
4.6.1.5 Advance Reservations 
The foreign tourists are provided the facility of advanced reservations up 
to one year as against only 60 days for other passengers, including domestic 
tourists. This means that the foreign tourists can get confirmed reservation out 
of turn if they book tickets at least more than 60 days in advance. This 
extended period allows the foreign tourists to plan and book the journey on 
Indian Railways one year in advance. 
4.6.2 Facilities for Domestic Tourists 
Indian Railways has designed some facilities for domestic tourists. 
However, in the absence of any differentiation made between domestic tourists 
and normal passengers, these facilities are equally available to any other 
passenger traveling on Indian Railways. These facilities are: 
4.6.2.1 Circular Journey Tickets 
Indian Railways issues a special ticket named 'Circular Journey Ticket' 
to domestic tourists. Through circular journeys the tourists can book at a time, 
for more than one destination, provided that the start and end points of the 
journey are same. These tickets offer domestic tourists affordable price-
packages in comparison to point-to-point tickets and save much inconvenience 
of booking a ticket at each leg of the journey. 
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4.6.2.2 Special Carriages/Coaches and Trains 
For large groups traveling together Indian Railways provides exclusive 
coaches/carriages that can be attached to regular trains. This is intended to give 
the tourists the convenience of traveling according to their comfort. For the 
very large groups, Indian Railways also provides the facility of booking of an 
entire train from any point to any point on its network. 
4.6.2.3 Rail Travel Agents 
For the convenience of tourists, Indian Railways has appointed travel 
agents in almost all the important cities in the country to help tourists plan their 
itineraries for journeys on Indian Railways and make reservations. These 
agents are also authorised to book the railway's accommodation units, such as 
retiring rooms/guest rooms, railway guesthouses and rail yatri niwases etc. for 
their customers. 
4.6.2.4 Tatkal (Current) Reservation Facility 
For those traveling on short notice, Indian Railways provides the facility 
of tatkal reservation on important trains. The tatkal service is provided usually 
on second class sleeper coaches. The bookings for these coaches are open from 
a maximum of 48 hours to minimum of 2 hours before the departure time of the 
train and are provided on a surcharge of Rs 50 per person above the normal 
fares. 
4.6.2.5 Break Journeys 
For the convenience of those who want to visit different destinations 
enroute, Indian Railways provides the option of break journeys. Under this 
scheme a tourist can reserve a single ticket for the journey between two end 
points, and take a break for at least one day enroute and board the same train 
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the next day. The break journeys arc allowed only after 200 km of travel and 
for each 200 km traveled one can break his/her journey for one day. 
This facility is provided at no additional cost. However, the permission 
for break journeys has to be taken from the designated authorities before 
boarding the train. For example, a tourist wants to reserve a return ticket from 
New Delhi to Udaipur (Rajasthan) and intends to break his/her journey at 
Jaipur while going, and at Chitlorgarh while returning. For the break journey at 
Jaipur the tourist has to take permission from the designated railway officials at 
New Delhi station. To break journey at Chittorgarh while returning, the tourist 
has to take the permission from the designated officials at Udaipur before 
boarding the train for return journey. 
4.6.3 Miscellaneous Facilities 
There are various other facilities which are equally open to both foreign 
as well as domestic tourists, such as: 
4.6.3.1 Catering Facilities 
The catering facilities on Indian Railways include catering 
establishments at railway stations and pantry cars on trains. The facilities on 
stations include vending stalls, fast food corners, snack stalls and more recently 
established food plazas etc., depending upon the size and importance of the 
railway station. The multi-cuisine, multi-outlet food plazas with upgraded air-
conditioned ambience, serving quality and hygienic food products are intended 
to provide tourists the much-needed quality catering services on Indian 
Railways. There are pantry cars attached to almost all-important trains, which 
serve the passengers round the clock with meals and refreshments. The meals 
and refreshments are separately charged on sleeper class/second class coaches, 
while on higher classes these are included in the train fare. 
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4.6.3.2 Internet/Online Reservations 
The Indian Railways through IRCTC is providing online/intemet-
ticketing facility, which is available to both foreign as well as domestic tourists. 
For the domestic tourists the facility is available at about 85 locations across 
the country. Once the tickets are booked the amount is deducted from the credit 
cards of the tourists and the tickets are couriered to them. The foreign tourists 
can collect their tickets at pre-determined locations once they arrive in India. 
The online booking gives tourists the convenience of reserving their 
seats/berths from the comforts of their homes or work places. 
The above-mentioned special facilities are good as for as they go. But in 
actual practice many of these facilities are hardly being utilised by the tourists, 
to the extent these should have been. The facility of foreign tourist quota and 
separate reservation windows for foreign tourists provide a welcome respite for 
foreign tourists, but the nightmare starts when a tourist is in a town that does 
not have a separate tourist counter or the provision of FTQ. At these locations a 
tourist is supposed to contact the station superintendent, the deputy 
superintendent, the chief reservation officer or the stationmaster, depending 
upon the size of the station, and has to undergo a long process of official hick-
ups to get a reservation done under this quota. Similarly, though with the 
launch of online booking facility there is a relief, but the tourists cannot book 
online tickets under any of the special schemes, as online bookings have no 
special provision for tourists. Similar is the case with circular journeys, break 
journeys or reserving railway accommodation units. To avail these facilities a 
tourist has to approach different officials, throughout the hierarchy, to get such 
schemes sanctioned. For circular journeys the tourist has to submit his/her 
itinerary months in advance to get it cleared from the officials. Looking at all 
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these inconveniences faced by tourists it is therefore, essential that the railway 
take measures to implement these schemes effectively and efficiently in actual 
practice. 
In brief, tourism necessarily involves transportation. And in India the 
transport largely means Indian Railways due to its affordable fares and 
extensive reach to every nook and corner of the country. The major portions of 
the tourists, both foreign and domestic, prefer railway as the mode of their 
travel. But, unfortunately the railway generally treated them merely as 
passengers. Now for last about two decades Indian Railways has realised the 
enormous potential of tourism sector and is working towards bridging a 
symbolic hiatus with the sector to promote rail-based tourism in the country. 
These two decades saw Indian Railways launching many special schemes for 
tourists. The recent establishment of IRCTC as a specialised agency to promote 
rail-based tourism is a step further in this direction. However, the schemes for 
promotion of rail-based tourism by Indian Railways lack effective 
implementation, particularly in the absence of any differentiation between a 
tourist and a normal traveler. Also many of these special facilities, specifically 
intended for tourists remain unutilised as the procedures to avail them are so 
long and tedious, that tourists rather prefer to not to avail them. Indian 
Railways, to achieve the objectives of promoting rail-based tourism in the 
country, thus needs to first differentiate tourists from the wide set of travelers 
and then provide special facilities and services which are easily accessible to 
them. 
Keeping in view what has been stated above, Indian Railways must 
differentiate the consumer called 'tourist' from the wide set of consumers 
called 'travelers' or 'passengers', with whom they are tangled, and maintain a 
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database pertaining to both domestic and foreign tourists. It is also necessary to 
remove all bottlenecks, which have acted as serious constraints in the 
promotion of rail-based tourism. The need of the hour is to create adequate 
facilities to meet the requirements of anticipated tourist traffic and evolve a 
high degree of coordination with other agencies related to tourism to avoid 
duplication of efforts and to optimise the use of available resources and the 
most important thing is to give personalised and specialised attention to the 
needs and requirements of the tourists. 
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If the tourist product is interpreted in its widest sense as everything that 
the tourist consumes not only at the destination but also enroute to the 
destination, the railway in India fulfills at least two aspects of the total tourist 
product, 
i) As a means of transport to reach the destination, providing the link 
between the tourist-generating area, and the tourist destination area; and 
ii) As a tourist attraction in itself 
As a means of transport, the railway has been the preferred mode of 
tourist travel in India. Not only in the past did the tourists preferred railways, 
but even today a major portion of both domestic as well as foreign tourists 
choose railways in India to fulfill their travel needs. 
The importance of Indian Railways in tourism in India does not lie only 
in its reach or just as a means of transport for carrying tourists to the places of 
interest. It can also be promoted as a tourist attraction in itself The heritage of 
Indian Railways, acquired through 150 years of its history, is a nostalgic 
experience for tourists. Its steam engines, its old colonial railway stations, 
bungalows, unique constructions and many other works of genius are potential 
tourist attractions. Today Indian Railways has become a treasure house of 
locomotives, saloons, buildings etc., which bear an enormous nostalgic appeal 
among tourists both within and outside the country and proper exploitation of 
these assets for promoting tourism will be extremely rewarding. It also has 
many hill railways to its credit, which have hardly any match in the world. 
Many of them are still run by steam locomotives giving them a unique edge. 
The major tourist attractions, which Indian Railways boasts of, may be divided 
into the following: 
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5.1 Hill Railways 
The hill railways of India, with narrow tracks zigzagging on what might 
have once been cart tracks, are certainly romantic. An antique steam engine 
hauls up the train slowly, huffing and puffing all the way. Within a few hours 
the train reaches a colorful railway station surrounded by snow caped peaks, 
waiting to be conquered. There are five railways in India that ply in its hilly 
regions. These trains offer a rare experience of rail travel popularly known as 
'journeys to paradise'. These hill railways are: 
5.1.1 Kalka-Shimla Railway (KSR) 
Shimla, the former summer capital of British India and the present day 
state capital of Himachal Pradesh, is an important destination of holiday 
makers. Situated at an attitude of 2,076 meters, Shimla offers a panaromic feast 
to visitors, who get to experience the grandeur of Himalayas. 
The idea of a railway line to Shimla dates back to the introduction of 
railways in India. In 'Delhi Gazette' of November 1847, a correspondent 
sketched the route of a railway line to Simla (now Shimla) with estimates of the 
traffic returns etc., in a very professional style. He predicted that if a railway 
line was built between Shimla and Kalka one might see a shift in the seat of 
government to a more salubrious spot (Shimla). This prophecy indeed came 
true and Shimla became the summer capital of British India,' 
Shimla was connected to the Shivalik foothills at Kalka in the early 
years of 20''' century. Kalka was already connected to the rest of the country by 
a broad gauge line. The railway line to Shimla, built on a narrow gauge track 
was completed and opened up for traffic on November 9, 1903. The 96 km 
long line passes through 107 tunnels, crosses more than 800 bridges and 
viaducts, and is one of the most beautiful hill railways of India. KSR was 
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considered the 'crown jewel' of railways in India during the British times. KSR 
offers a panoramic feast to the travelers from the Shivalik foothills at Kalka to 
important points such as Dharampur, Solan, Kangra Ghat, Taradevi, Bargo, 
Salogra and Summer Hill near the towering peaks. The travel by train on this 
line has unparalleled charm. 
Till 1956 the trains on this line were hauled by steam engines, which 
were then replaced by diesel and petrol powered locomotives, as these were 
technologically advanced and more efficient than steam locomotives. However, 
these could not retain the charni and the nostalgic appeal, which the steam 
engines had created for long since their inception. For last many years now 
there have been discussions to conserve steam heritage on this line. This could 
be done by restoring the old steam locomotives on tracks rather than to put 
them on display in the museum galleries. The serious efforts by steam-railway 
enthusiasts bore fruit and an original steam locomotive was restored on the line 
for heritage tourism trips on November 9, 2003, to celebrate the centenary of 
the KSR. However, the other trains on the line are still hauled by diesel 
locomotives. 
There are four premier train services available on KSR, which are: 
5.1.1.1 Deluxe Rail Motor Car 
It is a delight as it resembles a bus of the World War II vintage. It carries 
14 passengers at a time and takes 4.25 hrs to reach Shimla from Kalka. The car 
is fitted with a transparent fiberglass roof for a clear view of the sky and the 
travelers can look up at rain or snow without being soaked. There are many 
technologically advanced instruments in the car, which give the traveler 
valuable infonnation while traveling, such as digital time-cum-temperature 
display unit, altimeter and route indication board etc. 
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5.1.1.2 Shivalik Deluxe Express 
Shivalik Delux is a connecting service to Hawrah-Kalka Mail for 
Shimla. It accommodates 120 passengers and reaches Shimla from Kalka in 
4.45 hrs. The coaches are equipped with wall-to-wall carpeting, wide glass 
windows and reversible cushioned chairs. Improved lighting and a music 
system create a pleasant atmosphere. The passengers are given a 
complementary meal at the picturesque 'Barog' railway station, which is 
included in the fare. 
5.1.1.3 Shivalik Palace (Tourist Coach) 
This coach is specially designed for tourists and holidaymakers. The 
coach provides a luxurious ambience for a dream holiday. It can accommodate 
a group of six persons. The coach is furnished with state-of-art facilities, such 
as. folding cushioned beds, refrigerator, on broad kitchen and dining table with 
cushioned chairs etc. The fare on this luxurious coach includes complementary 
accommodation of two luxurious retiring rooms at Shimla for the day and free 
meals enroute. 
5.1.1.4 Shivalik Queen 
A comparatively late entrant on Kalka-Shimla line it is divided into two 
portions consisting of two coupes each. The coach is equipped with 
ultramodern facilities and fittings like wall-to-wall carpets, altimeter, fancy 
lights and chrome plated luggage-rakes etc. 
Table 5.1 shows different stations on KSR and their height from the sea 
level. 
123 
Table 5.1: Stations on KSR and their Height from Sea Level 
Station Name 
Shimla 
Summer Hill 
Shoghi 
Salogra 
Solan Brewery 
Barog 
Kumarhatti Dagshai 
Dharampur Himachal 
Kalka 
Height (in meters) 
2,075 
2,042 
1,832 
1,509 
1,479 
1,531 
1,579 
1,469 
6,56 
Source: Directorate of Information & Publicity, Ministry of Railways, New Delhi, 2001. 
5.1.2 Kangra Valley Railway 
The other hill railway section in Northern India is the Pathankot-
Jogindemagar section, popularly known as Kangra Valley Railway, which is 
the rail approach to the beautiful Kangra valley of Himachal Pradesh. Kangra 
valley draws not only tourists and nature lovers, but also has a special appeal 
for the religiously inclined, as it is the earthly abode of several gods and 
goddesses. Keeping the traveling comfort of its visitors in mind, a new luxury 
narrow gauge train, 'Kangra Queen', has been introduced on this section. The 
train covers the 128 km distance from Pathankot (in Punjab) to Jogindemagar 
(in Kangra valley) in approximately 4.25 hrs, including two stoppages enroute, 
one at Jawalamukhi road and other at Kangra. The 'Kangra Queen' consists of 
four coaches, one First Class, two Chair Cars and one Second Class, with a 
total seating capacity of 92 passengers. The First Class coaches and Chair Cars 
are furnished with comfortable sofa sets and chairs and have wide glass 
124 
windows. There are other facihties provided on board such as newspapers, 
mineral water, tea, snacks, food etc. A public address system is provided in all 
the coaches for playing music and giving information about the places enroute. 
5.1.3 Darjeeling Himalayan Railway (DHR) 
Darjeeling is a popular tourist destination in India. It is a hill resort in 
the north of West Bengal. 'Darjeeling, Darjiling or Dorje-ling' means the place 
('ling') of the Dorje (the mystic thunder boh of the lama religion) and is 
connected with the cave on the Observatory Hill.^ 
Until 1865, Darjeeling could be reached from Siliguri only via Pankbari 
road, a steep and winding track only negotiable by foot or pony. The growing 
pressure of demand for transportation for tea and increased movement of 
people to and from Darjeeling highlighted the inadequacy of the road from the 
plains. A hill cart-road was built up between 1863 and 1865, which enabled 
Darjeeling to open up commercially, leading to greater demands for increased 
communications.'^ Before Siliguri was connected by railway in 1878, traveling 
from Calcutta to Darjeeling was a nightmare. The whole journey took five to 
six days and was about as exhausting and uncomfortable a journey as can be 
imagined.'' 
In 1878, history was made when Franklin Prestige, the agent of Eastern 
Bengal Railway (EBR), formulated a plan for the construction of a railway line 
from Siliguri to Darjeeling and succeeded. Prestige's confidence was based on 
the belief that a line could substantially reduce the cost of bullock cart transport 
between the plains and Darjeeling.^ Soon after the construction was started, the 
85.05 km (about 54 mile) rail link from Siliguri to Darjeeling was completed 
by July 1881. Darjeeling Steam Tramway was formed, which latter became 
Darjeeling Himalayan Railway Company (DHR) on 15"' September 1881. This 
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company remained effective until the line was taken over by the Government 
of India on October 20, 1948. It became a part of the Assam Railway and was 
absorbed as a constituent of the newly grouped North Eastern Railway (NER) 
on 14"^  April 1950. Because of the further regrouping the DHR was transferred 
to the Northeast Frontier Railway (NFR) in 1958. 
The earliest locomotives which hauled on this line came from Atlas 
Works at Manchester. The early passenger vehicles had canvas roofs and 
wooden benches. There were First Class carriages for 6 passengers, Second 
Class carriages for 8 and Third Class trolleys for 16 passengers each. The third 
class trolleys were open, with side and end curtains. 
The toy train, which today runs on DHR is not merely a source of 
delight for the young and the old, but also represents the engineering skills of 
the highest order. The first of its kind in India and among the first few of this 
kind in the world, the railway line from Siliguri to the beautiful hill station of 
Darjeeling is considered as an engineering feat. This section with a great 
nostalgic appeal and a great heritage value, has been bestowed 'World Heritage 
Site' status by UNESCO at 23"^  session of the 'UNESCO World Heritage 
Committee' meeting held in Morocco at the end of November 1999.^  
The railway line is laid more or less on the same alignment as the hill 
cart road, which criss-crosses the line at several locations. The line between 
Sukna and Darjeeling is almost all along located on the road-bench either 
skirting or on the far edge of the road except at a few locations where the road 
and rail fonnations are on different levels and follow a different alignment. Out 
of the total of 87.48 km (from New Jalpaiguri to Darjeeling), about 64 km is on 
the same road bench. The actual climb on DHR starts from Sukna, from where 
it starts encountering steep gradients and curves all the way long. There are 
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some peculiar features to be marked during the journey uphill. The train passes 
through the lush green and dense forest from Sukna, from where at many 
places, a clear path is hardly seen. The climb is mainly through reverses and 
loops. There are 5 such reverses and 3 loops. The most famous loop being the 
'Batasica Loop' between Ghoom and Darjeeling. Apart from this the section 
has 5 major and 498 minor bridges. There are 177 level crossings where the hill 
cart road and the railway line criss-cross each other. There are 13 stations on 
this line, including New Jalpaiguri, with an average inter-distance of 6 to 7 km. 
The DHR line starts at an altitude of 500 fl at Siliguri to reach an 
altitude of 7,407 ft at Ghum. From Ghum the line descend for the final 5 km 
distance to reach Darjeeling, situated at an altitude of 6,812 ft. There is a 
continuous uninterrupted climb from Siliguri to Ghum. Ghum has the 
distinction of being the second highest railway station in the world and the 
highest railway station in the world to be reached by a steam locomotive. DHR 
also runs a joy ride train between Ghum and Darjeeling with a stoppage at 
Batasica Loop for enabling tourists to take photographs of Kanchenjunga 
(second highest mountain peak in the world). Table 5.2 shows the stations in 
the section with their distance from Siliguri Junction. It also gives the altitude 
of each station. 
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Table 5.2: Stations on DHR, their Distance from Siliguri Junction and 
Height from Sea Level 
Station 
New Jalpaiguri 
Siliguri Town 
Siliguri Junction 
Sukna 
Rongtong 
Tin Dharia 
Gayabari 
Mahanadi 
Kurseong 
Tung 
Sonada 
Ghum 
Darjeeling 
Distance from Siliguri 
Junction (in km) 
-7.42 
-4.99 
0.00 
10.06 
17.70 
29.77 
36.20 
42.08 
49.48 
56.92 
64.97 
74.03 
80.06 
Altitude from 
sea level (in ft) 
480 
500 
500 
533 
1,404 
2,822 
3,616 
4,120 
4,864 
5,656 
6,552 
7,407 
6,812 
Source: Directorate of Information and Publicity, Ministry of Railways, Gol, New 
Delhi, 2001. 
5.1.4 Neral-Matheran Railway (NMR) 
Matheran means 'the wooded head' or the 'jungle topped'. It is a hill 
resort at an altitude of 800 meters (about 2700 ft), a distance of about 110 km 
away from Mumbai on Mumbai-Pune rail route. This hill resort was practically 
unknown until 1850, when Hugh Malet of the Bombay Civil Services explored 
it. To him also belongs the credit of making it a popular hill resort of the 
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British Raj7 However, it was Lord Rlphinstone, the then governor of Bombay 
who laid the foundation of the future development of Matheran as a hill station. 
It was in the year 1907, that Matheran was connected to Neral through a 
2 ft narrow gauge hill railway. This hill railway was built by Sir Adamjee 
Peerboy, who formed a limited company with an authorised capital of 10 lakh 
rupees divided into 2000 shares. The railway line from Neral to Matheran is 20 
km (12.6 miles) long with a riding gradient of 1 in 20. The route is noted for its 
unbelievable curves and the first sharp curve is marked by a large notice, which 
reads. 'Oops! what a curve: 45 feet radius.' The track zigzags up the hill, 
bringing into view the beauty of the Mathem hill. The trains on this line were 
earlier hauled by steam locomotives, which have now been replaced by diesel 
engines. But it is still a singularly pleasurable journey as the hill station can 
only be reached by train, which is the only mechanised source of transport to 
this hill resort. It is unique in its kind as being the only hill station in India, 
which has no road transport and can only be reached by train. The lack of 
vehicular traffic makes Mathern free from petrol and diesel fumes and 
cacophony of cars and buses and an unusual and peaceful retreat from the noise 
and congestion of Mumbai. 
The train wheezes up the Western Ghats into the clear mountain air, 
where one gets a breathtaking view of the hills and plains below. There are four 
pairs of trains which run sunrise to sunset. However, during the monsoon 
season, which stretches from mid-June to mid-September, the trains are 
discontinued and out of the four pairs of trains running between Neral and 
Matheran, only one pair of trains is run to open timings. 
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5.1.5 Nilgiri Mountain Railway (Mettupalaiyam-Ootacamund Railway) 
'Udagamandalam' or 'Ootacamund' or 'Ooty' is a famous hill station in 
the 'Nilgiri Hills' of Tamil Nadu in South India, popularly known as 'queen of 
the Indian hill stations'. Ootacamund is a corruption of the word, 'Utaka-
Mand', which means a 'Mand' or collection of quaint huts in which aboriginal 
tribes of'Todas' lived. 
Located at 2,287 meters above sea level, the hill station was discovered 
by the English in 1920s and was hailed with a reputation as being a miraculous 
giver of health, even of life itself Lord Lytton, viceroy from 1876 to 1880, 
while staying in the government house in this paradise, wrote ecstatically to his 
wife -'it far surpasses all that its most enthusiastic admirers and devoted lovers 
have said to us about it, the afternoon was raining, and the road muddy, but 
such beautiful English rain, such delicious English mud. Imagine Hertfordshire 
lanes, Devonshire dawn, Westmoreland lakes, Scotch trout streams and 
Luritanian views'.** 
In 1899 this picturesque hill station was connected by a narrow gauge 
rail link to the foothill point of Mettupalaiyam, from where the ascent towards 
Ooty starts. Mettupalaiyam was already connected to mainline through 
Mettupalaiyam-Podanur branch line, which was opened for traffic in 1873. 
Although first plans were made to build a mountain railway from 
Mettupalaiyum to Nilgiri hills as early as in 1854, it took the decision makers 
45 years to cut through the bureaucratic red tape, and the section of the line 
between Mettupalaiyum and Conoor was completed and opened for traffic in 
June 1899. 
This section was operated and managed by Madras Railway (MR) under 
an agreement till South India Railway Company (SIR) purchased it. The SIR 
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later extended this line, over the same gauge, from Conoor to Ootacamund - a 
distance of 11.75 miles - in the year 1908. 
The railway line from Mettupalaiyum to Ooty is a total of 45.88 km in 
length and lies partly in the Coimbatore and partly in the Nilgiri district of 
Tamil Nadu, on the eastern slopes of the Western Ghats. The line starts from 
Mettupalaiyam, at the foothills of Nilgiri mountains at an altitude of 330 meters 
above sea level and traverses through dense forests and steep slopes to reach 
Ootacamund at an altitude of 2,287 meters from sea level. The average gradient 
of this line is about 1 in 24.5. 
The line is laid on a meter gauge track with many sharp curves, the 
sharpest being 17.5 degrees. There are 250 bridges on the section, out of which 
32 are major ones and 15 are road over/under bridges. The 46 km long section 
is covered in four and a half (4'/z) hours. The maximum permissible speed on 
Mettupalaiyam-Kallar and Conoor-Udagamandalam 'non-rack' sections is 30 
kmph, whereas between Kellar-Conoor 'rack' section the maximum 
permissible speed is 13 kinph. 
The 'Nilgiri Toy Train' trekking across plains, plantations and forest-
clad hills, has acquired an overwhelming appeal not only among Indians but 
also among the people abroad. The appearance of this mountain railway in 
David Lean's memorable film 'A Passage to India' supports this fact. The film 
which is based on E M Foster's famous classic novel of 1924, 'A Passage to 
India', was filmed in Ooty and Conoor. An 'X' class Swiss locomotive number 
37395 was repainted in black livery and christened as 'Chanderpore 103' of 
Marber line to haul the train, consisting of 27 original passenger carriages. 
The Southern Railway, which runs and manages the Nilgiri Himalayan 
Railway, has taken many steps of improvement not only on the tracks but also 
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off the tracks, like providing accommodation facilities for the comfortable stay 
of the tourists at different points. The accommodation units, such as the one at 
Ooty railway station, are facilitated with all the modem means of comfort and 
convenience like, baths with hot/cold water, running water, room heaters and 
restaurant facilities etc. 
5.1.6 Upcoming Railway Project to Kashmir 
The valley of Kashmir is the only region in the country, which is at 
present not connected by railways. Commonly called 'paradise on earth', the 
valley has been the tourists' delight for centuries. The lack of an efficient and 
safe means of transport between the valley and the rest of the country has 
always been a stumbling block in the movement of tourists into the region. The 
region is presently connected by air and road. The 296 km long road link from 
Jammu (the winter capital of Jammu & Kashmir) to Srinagar (the summer 
capital of the state) traverses through a highly difficult terrain, which remains 
closed for days together, due to heavy land-sliding during monsoons and heavy 
snowfall during winters. The road journey is covered at an average speed of 35-
40 kmph by small vehicles and 25-30 kmph by buses and coaches. Though 
presenting a panoramic view of valleys and mountains enroute, the journey by 
road is very exhausting and cumbersome, thus demanding a tourist to be more 
adventurous. 
The upcoming railway line project between Jammu and Srinagar, which 
is expected to be in place by August 2007, will definitely change the traveling 
scenario in the region. The journey time will be reduced and the journey will be 
more comfortable and relaxing than the road travel. Although the project was 
approved as early as in 1981 but due to the impossibly difficult terrain and 
paucity of funds, got delayed for years. In 'Railway Budget 2002-03' the 
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project was revived and a special grant of Rs. 5,500 crore was made available 
for its implementation.^  The project has now gathered steam, stoked by 
engineering capabilities, cash and a can-do spirit fostered by the Konkan 
Railway Corporation (KRC), Delhi Metro Rail Corporation (DMRC) and 
IRCON.'° The railway link to the valley, once in place, will open up the 
economy of the region, which is heavily dependent on tourism. The railway 
line will traverse through a very difficult terrain with 109 tunnels and, 164 
major and 620 minor bridges including the one over River Chenab, which is 
1.2 km long and 380 meter high - possibly the highest in the world. Among the 
109 tunnels the longest one will be under Pir-Panjal mountain ranges with a 
length of 12.5 km at a height of 1,830 meters from sea level. The line is 
expected to remain open throughout the year, unlike the road link, as much of 
its stretch is under tunnels and the open line passes through hard and safe 
rocks, therefore reducing the risk of land sliding. The railway line will be an 
engineering marvel, which will not only open up the economy which is heavily 
tourism-dependent through reduced journey time and comfortable transport, 
but will also be a destination in itself. The railway line to the valley will have 
an immense tourism potential like other hill railways in the country. 
5.2 Luxury/Heritage Tourist Trains 
Towards the beginning of 1980s, the Ministry of Railways after 
realising the enormous potential of rail-based tourism in the country 
contemplated introducing certain specific tourism projects for attracting foreign 
tourists on such sectors of the Indian Railways that held great attraction for the 
tourist market abroad. As a result of this, the Ministry of Railways decided to 
introduce certain luxury trains, which would reflect the splendor and opulence 
of the carriages of erstwhile maharajas and British rule. The 'Palace on 
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Wheels' was the first in line to be introduced under this project, followed by 
•Royal Orient" in later years. Thereafter, 'Fairy Queen' was introduced under 
this concept; however, it was introduced specifically to revive the steam 
heritage of the country. 
5.2.1 Palace on Wheels (PoW) 
Indian Railways in coordination with Rajasthan Tourism Development 
Corporation (RTDC) launched 'Palace on Wheels' as a special luxury-cum-
heritage tourist train for providing a unique and memorable experience to the 
tourists visiting Rajasthan. PoW, as a unique holiday train hauled by a steam 
engine was inaugurated on 26* January 1982 and started its regular commercial 
operations from October 1982. Initially introduced as a heritage train, it 
consisted of thirteen original saloons that were custom-built personal coaches 
of erstwhile rulers of the princely states of Rajputana, Gujrat, the Nizam of 
Hyderabad and the viceroys of British India. These coaches were not being 
used by the Indian Railways after independence in normal passenger trains on 
account of their very rich and traditional interiors. 
In the year 1991, a new air-conditioned meter gauge PoW on the lines of 
the old heritage train was launched with fourteen saloons, two restaurant cars, a 
kitchen car, a bar-cum-lounge car and four service cars. The fourteen saloons 
are named after different former Rajput states. The fourteen saloons are made 
up of 104 passenger berths in twin bedded cabins, each with channel music, 
intercom, attached toilet, running hot and cold water and a shower. The train 
takes the tourists on 7 nights/8 days all-inclusive package from Delhi through 
many places in Rajasthan to Agra in Uttar Pradesh and ends up at Delhi on the 
8^ ' day. A detailed description and its working has been discussed in the 
forthcoming Chapter Six. 
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5.2.2 Royal Orient 
Royal Orient is a luxury train run as a joint venture between Indian 
Railways and Tourism Corporation of Gujarat. This project was started in the 
year 1994. The rake used on Royal Orient is actually the replacement rake of 
PoW, which served PoW from 1991 to 1994. In 1994, when the broad gauge 
rake for PoW was introduced, the newly built replacement rake was rendered 
idle. In the same year, Tourism Corporation of Gujarat and Indian Railways 
came up with a plan to jointly operate a train on the lines of PoW through 
Gujarat, using this replacement rake. Thus Royal Orient was introduced the 
same year and the original white livery of the rake was changed to blue 
scheme. The maintenance of the rake is done by the Western Railway (WR) 
workshop at Ajmer. 
Royal Orient is a gold-embossed thirteen saloon carriage, fully air-
conditioned train with vestibule facilities. It runs on a 7 nights/8 days all-
inclusive tour package, through the exotic states of Rajasthan and Gujarat, with 
its start and end points at Delhi Cantonment Railway Station. Each saloon on 
the train has four comfortable large coups with adjoining washroom facilities 
and a lounge fitted with a television and a video recorder. Each cabin is 
furnished with broad beds and plenty of storage space. The washrooms are 
supplied with hot and cold water round the clock, which ensures the tourists a 
refreshing bath at the end of a day of sightseeing. 
The food is served on board the train in two aesthetically decorated 
dining cars - the 'Sasan Gir' dining car and the 'Velavadar' dining car. The 
'Sasan Gir' dining car with mud-plastered paneling is studded with pieces of 
embedded coloured-glass, creating a rural ambience. On the other hand, the 
'Velvadar' dining car is decorated with more staid and elegant furnishings. 
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reflecting the gymkhana-dining saloon of the erstwhile maharajas. The tourists 
are served,Oriental and European cuisine prepared by specially trained chefs. 
There is a bar on the train, which serves a variety of drinks. The train also has a 
library, which gives tourists a quiet and laid back time. 
The itinerary on Royal Orient is conveniently drawn up. It moves during 
the night and halts at the sight during the day, where the tourists are taken out 
on sightseeing by coaches. The journey covers three major locations in 
Rajasthan and important destinations of tourist interest in Gujarat. The places 
covered in Rajasthan are, Chittaurgarh, Udaipur and Jaipur, whereas the 
destinations covered in Gujarat are Mehsana, Ahmedabad, Sasangir, 
Ahmedpur, Mandvi Beach, Palitana, Sarkhej, Ranakpur, Junagarh, Veraval and 
Delwada etc. 
5.2.3 Fairy Queen 
One of the most enduring images of India is that of a hardworking 
smoke-billowing steam train moving gracefully along in a rural setting. This 
image is best represented by the 'Fairy Queen', which sets out on a two day all-
inclusive weekend package tour from Delhi Cantonment station to Alwar in 
Rajasthan, a one-way distance of 143 km. From Alwar the guests are taken to 
Sariska Tiger Reserve for an overnight stay. The 'Guinness Book of World 
Records' in 1998 recognised 'Fairy Queen' as the oldest working locomotive in 
the world. 
'Fairy Queen' built by Kitson, Thompson & Hewitson of UK rolled out 
for the first time for East India Railway Company (EIR) in 1855, just two years 
after the first train was run in India in 1853. The locomotive was an ode to 
human technology in an era of cargo and mail delivery by horses or on foot. 
The locomotive served EIR for 54 years till it was taken out of operation in 
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1909. It was in the year 1996 that the National Rail Museum in coordination 
with Indian Railways took up the challenge of getting the locomotive restored 
in heritage interest, and to make it the oldest working locomotive, in main line, 
anywhere in the world. The maintenance and restoration work took an entire 
year and in 1997 started functioning as a moving train. The inaugural run of the 
train was carried out on 8"" October 1997 and set out on its first commercial run 
on 15"'November 1997. 
The revival of 'Fairy Queen' was conceived primarily to develop 
heritage interest among railway enthusiasts and as an exclusive tourist train for 
a journey back into time. The locomotive belonged to an era when the speeds 
were hardly 15 kmph. However, after the trial run of 'Fairy Queen' it was 
permitted to run on a maximum speed of 40 kmph. The locomotive being a 
primary attraction was initially not visible from the coach, therefore, 
modifications were carried out in 1998 to put glass on front and sides of the 
front coach. This helped the tourists to view the locomotive steaming ahead 
through the glass-front while relaxing and enjoying the hospitality on board. 
The project has received appreciation from rail heritage enthusiasts 
throughout the world. It won the national tourism award for most innovative 
and unique tourism venture in 1999. The international council of Pacific Area 
Travel Writers Association (PATWA) selected 'Fairy Queen' as a heritage 
venture for award at International Tourism Borse (ITB) at Berlin in 2000. 
5.2.4 Deccan Odyssey 
The southern delight on rails, 'Deccan Odyssey', is a joint venture 
bet\Ncen Indian Railways and Maharashtra Tourism Development Corporation 
(MTDC). The luxury train is built at a cost of Rs 32 crore, equally shared by 
Indian Railways and MTDC. The train furnished with soft, peach designed 
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upholstery and aesthetically sculpted teakwood furniture, welcomes guests into 
a world of opulence on a seven-day package. The menu on the train is tailored 
to match the passing landscape. The train comprised of thirteen carriages 
includes, two presidential suits, 48 deluxe suits, two lounge-cum-conference 
cars, one specialty restaurant and bar, and two massage-cum-beauty saloons. 
During the 7 night/ 8 day package the tourists are taken from Mumbai on day 
one, to visit Ratnagiri on day two, Sindudurg on day three. On day four the 
tourists are taken to Goa, on day five to Pune from where they are taken to 
Aurangabad on day six. On the seventh day the tourists are taken to Ajanta & 
Nashik and on the last day (day 8) the tourists return to Mumbai. 
5.3 Konkan Railway 
Konkan is a coastal strip of land bound by the Sahyadri Hills on the east 
and Arabian Sea on the west. It is a land with rich mineral resources, dense 
forest cover and a beautiful landscape fringed with paddy and, coconut and 
mango trees. The ecological diversity and the scenic beauty of the region have 
an immense tourism potential. 
The construction of the 760 km long broad gauge Konkan Railway made 
the long cherished dream of millions of people of the Konkan region come true. 
Before the construction of the Konkan Railway, the region had no proper 
means of transportation. The road transport to the region was not so developed 
as to exploit the tourism and economic potentials of the region. The early 
pioneers of railway in India did not construct a railway system towards the 
south from Bombay. They might have considered it expedient to climb the 
Lonavalla Ghats from Bombay and reach Pune first, than to go for a direct link 
along the west coast. There seemed to have been two compulsions for this 
choice. First, to connect the Bombay Port with its hinterland, so that rich 
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minerals and raw materials could be brought from the interiors for shipment. 
Second, the daunting engineering challenge posed by the route along the west 
coast towards the south, particularly in fording the innumerable creeks and 
rivers and in scaling the many formidable hill ranges reaching out to sea from 
the Western Ghats. 
The first ever railway line on Indian subcontinent from Bombay to 
Thane opened to traffic in 1853. A broad gauge line from the south reached 
Manglore in 1907. But the stretch along the west coast between Bombay and 
Manglore remained devoid of any railway line for more than a century, except 
a few feeble attempts made to extend the line from the Bombay end in slow 
stages, first from Diva to Panvel in 1964, then from Panvel to Apta in 1966 and 
finally from Apta to Roha in 1986. However, it was only in October 1984 that 
the Ministry of Railways decided to take a final location engineering-cum-
traffic survey for part of the west coast from Manglore to Madgoan, a distance 
of 325 km. In March 1985, the railway decided to enhance the scope of this 
survey to cover the remaining length of the west coast line from Madgoan to 
Roha. The Southern Railway submitted the project report for this route, which 
was dubbed as Konkan Railway (named after the coastline it passed through) to 
the Ministry of Railways in 1988. In the first phase, the portion between 
Manglore to Udupi, a distance of 69 km, was included in the Railway Budget 
of 1989-90. The remaining length of the project from Udupi to Roha was 
included in the 1990-91 Railway Budget. The Konkan Railway is at present a 
760 km long broad gauge line from Roha to Manglore, with 53 stations on the 
line. 
Konkan Railway traverses through an ecologically diverse and 
picturesque landscape, making the Journey along this route a pleasant and 
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enjoyable experience for tourists. The shortened time span and the easy 
accessibility to inland tourist spots or beach-fronts along the picturesque 
coastline offer opportunities for travel not contemplated earlier and contribute 
to a booming tourist trade. In an effort to make the region more accessible to 
tourists, important super-fast trains like Delhi-Trivandrum Rajdhani Express 
have been diverted over to Konkan Railway. 
In a region that has immense potential for tourism, Konkan Railway can 
act as a catalyst for its growth through attracting both domestic as well as 
foreign tourists. It passes through three states, viz. Maharashtra, Goa and 
Kamataka, and also touches the Northern border of Kerala. All these states are 
endowed with immense tourism potential of diverse character, ranging from 
history and culture, to wildlife and adventure, and to sun-beaches and back-
waters. Many of these spots are untouched and pristine. Until Konkan Railway 
came on the scene, many of these tourist spots were inaccessible except to 
hardy explorers, willing to suffer the discomfort of exhausting road journeys. 
5.4 Railway Museums 
Heritage is associated with culture, traditions, values and the way of life, 
of the people from whom it is acquired. It is of social, cultural and economic 
relevance for the present and the future generations, as it is the indicator of 
various phases of development in the society. Therefore, heritage has to be 
conserved for posterity. 
Indian Railways boasts of 150 year long history, through which it 
engineered social revolution, brought national integration and transformed the 
economy. The heritage acquired by Indian Railways, ever since its inception in 
1853, has a great nostalgic appeal not only for the rail enthusiasts, but also to 
all others. It has a great tradition in its steam engines, old colonial railway 
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stations, railway bungalows and unique constructions etc," It has acquired a 
treasure of unique locomotives, saloons of erstwhile maharajas and colonial 
rulers, buildings, ghats and other works of genius, which has made it second to 
none in the world in terms of heritage value. The vast heritage of Indian 
Railways, undoubtedly, bears an immense heritage value; and the proper 
exploitation of its assets in this area could be extremely rewarding, in both 
economic and conservation terms. 
The need for conservation of the vast railway heritage in India was 
conceived as early as in 1932, when it was proposed to set up a railway 
museum of national level and international repute at Dehradun, the capital city 
of present day Uttranchal state. This proposal, unfortunately, could not take 
shape and finally in 1968, the Union Ministry of Railways took a landmark 
decision to set up "National Rail Museum' (NRM) at New Delhi. It was 
envisaged that the old rolling stock of immense heritage value would be 
preserved and displayed at this museum. 
During the later years it was felt that NRM would not justify the space 
for the large number of items spread over the length and breadth of the country. 
Therefore, it was decided to set up regional rail museums at different places 
throughout the country. As a result the regional rail museums were set up at 
Mysore, Chennai, Vadodra and Nagpur. The Union Ministry of Railways has 
also recently approved the proposals for setting up regional rail museums at 
Varanasi, Pune and Malda etc. 
5.4.1 National Rail Museum (NRM), New Delhi 
NRM is located in the posh diplomatic enclave of Chanakyapuri in New 
Delhi. The setting up of this Museum was decided by the Union Ministry of 
Railways in 1968 and the foundation stone of the museum was laid on 7"" 
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October 1971. The work was completed in the year 1977 and the various items 
of old rolling stock were moved into the museum from different parts of the 
country. The museum was inaugurated and made open for the public on 
February 01, 1977. 
Spread over about 10 acres of land the museum has a very rich 
collection of antique steam locomotives, princely saloons, coaches and wagons 
and other railway items of historical importance and public interest. The 
museum is well designed and efficiently structured to meet the requirements of 
the visitors. The well-laid out museum yard with lush green gardens full of 
flowers that are a treat for the eyes has become a visitors' paradise. Around 
1000 people visit this museum every day, and a good portion of them consists 
of foreign tourists. The museum is popular not only among the children but 
also amongst the keen railway enthusiasts who find its collections to be 
amongst the best in the world. For an ideal rail enthusiast this is the ideal place 
to learn about the history and development of railways in India. 
The Museum also provides the visitors a combination of learning and 
pleasure with considerable scope for entertainment. A ride on the romantic toy 
train, the steam hauled 'Patiala Mono Rail' train and time to relax at the 
floating cafeteria etc., provide visitors ample scope for enjoyment. The 
management is taking regular steps to keep the museum in a perfectly fine 
shape at all times. The museum is proving to be a growing attraction for 
tourists, both domestic and foreign. However, there is no separation of data for 
domestic and foreign tourists. The number of visitors to the museum is given in 
Table 5.3. 
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Table 5.3: Number of Visitors to NRM During 2002 and 2003 
Category of 
visitors 
Adult 
Children 
Total 
2002 
44,123 
73,082 
1,17,205 
2003 
1,01,641 
162,894 
2,64,535 
Increase 
over 2002 
57,518 
89,812 
1,47,330 
%age 
growth over 
2002 
130.36 
122.89 
125.70 
Source: National Rail Museum, New Delhi 
The figures in Table 5.3 reveal that a significant number of visitors visit 
the museum. The total number of visitors to the museum in 2002 stood at 
1,17,205, consisting of 44,123 adults and 73,082 children. The number of 
visitors increased to 2,64,535 in 2003, consisting of 1,01,641 adults and 
1,62,894 children, registering an overall growth of 125.70 percent. The number 
of children increased from 73,082 in 2002 to 162,894 in 2003 registering a 
growth of 122.89 percent as against 44,123 adults in 2002, which increased to 
1,01,641 in 2003, showing a growth of 130.36 percent. The interesting fact as 
revealed by these figures pertains to the number of visits made by children 
which form a major portion of the total visits made. In the year 2002 about 62 
percent of the total visits made to NRM were by children. During the year 2003 
about an equal percent share, i.e., 62 percent of the total visitors comprised of 
children. The higher share of children in total visitor figures is indicative of the 
educational importance of the museum. 
The rail heritage items at display combined with the number of other 
entertainment facilities available at the museum, for example a ride on the toy 
train or Maharaja of Patiala's State Monorail train and provision of boating 
around the floating cafeteria etc., are big attractions for children. Since NRM 
has made its appeal among the tourists both within India and abroad, it is 
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coordinating with rail enthusiasts, travel agents and tour operators, media, 
museum professionals, event managers and publicity agencies to increase its 
popularity and present it to the tourists as a rail heritage destination. 
To bring in tourists, NRM has designed circuit tours from airports, 
hotels and city centers to its premises and offers travel agents a commission on 
these packages. The agents are also given a commission of 25% on gate-
entrance charges if they bring in tourists outside these circuit packages. NRM 
has also made several efforts to attract and engage the tourists in different 
activities at the museum and to give them an actual taste of the steam legacy. It 
runs two miniature steam locomotives on the first Saturday of every month. 
These display models depict the actual puffing run of the steam locomotives. 
The museum has in its possession the 'Patiala State Monorial' train, 
built in 1907 as a marahaja's fancy, which is still in running condition. The 
train was a unique form of transport, as it was originally hauled by mules. This 
train, which has been preserved at the museum, consists of one locomotive and 
one coach. The train runs on a single track with one wheel running on the road, 
which is made parallel to the track. The train is run in the museum every day in 
the afternoon and the visitors are given an actual experience of the bygone 
days. 
In October 1995, NRM commissioned a token operated train system, 
assembled by Byculla S & T Workshop of Central Railway. This system, 
which is made children friendly, can be operated by the children on their own 
through the token machine. A year before, in 1994, a whistle section, 
comprising of whistles of steam, diesel and electric locomotives was 
commissioned in this museum. The children can operate the whistles of these 
locomotives and can hear the real sounds made by locomotives on run. NRM 
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has shown a special concern for the handicapped, particularly handicapped 
children, by opening some special sections for their entertainment with 
appropriate convenience. A special road vehicle has been inducted in the 
museum to enable handicapped visitors go around the museum. This is, in fact 
the first major step taken by any museum in India. 
NRM offers its visitors a best combination of heritage, education and 
entertainment. The visit to the museum promises to be stimulating, 
enlightening and entertaining for education, excitement activities, reading, 
research, videos, leisure, romance, nostalgia and picnics. It also celebrates the 
'Children's Day' each year, by organising on-the-spot drawing and painting 
competitions exclusively on the railway themes. Through this the younger 
generation is made acquainted with India's vast railway heritage. This will, 
undoubtedly, induce heritage consciousness among the younger generations 
and in a long run will help in the preservation of this enormous rail heritage. 
NRM can broadly be divided into two parts as Open-door GalleryA^ard 
and Indoor Gallery.'"' Both of these together make a good sampling of the 
history of Indian Railways and provide an excellent opportunity for 
researchers, rail enthusiasts, tourists, individuals and institutions to cover the 
whole era of Indian Railways at one place. With its wide range of valuable 
exhibits at display, it provides its visitors an excellent opportunity for a journey 
into the past. All the exhibits are in their original attire, colour and livery, of the 
company or the state to which these originally belonged. 
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5.4.1.1 Indoor Gallery 
The indoor gallery in the museum is devoted to the display of various 
small exhibits, working and dummy models, coats of arms, records, historical 
documents, photographs and charts depicting the development and growth of 
railway in India since its inception. The railway's contribution to the industrial 
development of the country is also depicted in the indoor gallery, in a 
systematic and pictorial manner. A separate section has also been set up to 
focus attention on the post-independence developments and modernisation of 
Indian Railways including self-sufficiency; export promotion and development 
plans for the future. 
5.4.1.2 Outdoor Gallery/Open Yard 
The open yard of the museum is utilised to display the heavy real size 
exhibits. There are as many as 79 exhibits consisting of vintage steam, diesel 
and electric locomotives, coaching and goods stock etc. There are as many as 
six gauges and the lines of various gauges are connected with multi-gauge lines 
to facilitate the movement. The open yard, housing some of the exquisite 
specimens of railway engines and coaches, has been so aesthetically planned as 
to synchronise with the surrounding landscape. A good care has been taken to 
provide proper path-ways to ensure the easy movement of the visitors and their 
access to every specimen present in the museum. Some important specimens, 
which are at display at the museum, are presented in Appendix III. 
5.4.2 Regional Rail Museum, Mysore 
The Mysore Rail Museum was the first regional rail museum to be set 
up in India, in January 1980. The display items at the museum are arranged 
both in open as well as in indoor galleries. A brief description is as follows: 
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5.4.2.1 Chamundi Gallery 
This indoor circular gallery at the museum has an interesting collection 
of paintings and photographs. The gallery houses a series of paintings and 
photographs showing the development of different aspects of erstwhile Mysore 
State Railway (MSR). 
5.4.2.2 Sriranga Pavilion 
The pavilion is very beautifully constructed and in its construction 
incorporates many carved wooden pillars, doors and balustrades from the old 
Srirangapatna Railway Station. These carved wood works are believed to have 
come from the wooden 'Royal Palace of Mysore', which was devastated in a 
fire accident. MSR had two famous saloons, one named as Maharaja's (king's) 
Saloon and the other as Maharani's (queen's) Saloon. The Maharaja's Saloon is 
now preserved and displayed at National Rail Museum, New Delhi, while the 
Maharani's Saloon - an eight-wheeler saloon built by M/S Hurst & Nelson of 
U.K. in 1899 - charms the Mysore Rail Museum. The kitchen/dining car built 
by Bum & Co. Ltd. at Howrah in 1940 is also displayed in the Sriranga 
Pavilion. 
The pavilion also has various small items related to MSR on display. 
Some of these items include: 
Theobald's Block Instrument, 
Telephone used by Maharaja of Mysore made in 1930, 
Mysore State Railway's clock of 1881, made in New York, and 
Junker's chloroform inhaler, an electric medical instrument of 1889 
made in London, etc. 
The exhibits in the outdoor include: 
Steam locomotive (meter gauge) built in year 1920, 
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Steam locomotive (meter gauge) - tank type, built in year 1932, 
Steam locomotive (narrow gauge), ES 506 built in year 1922, and 
Narrow gauge coach. Number 45, built in year 1927, etc. 
5.4.3 Regional Rail Museum^Chennai 
Chennai Rail Museum, Chennai at the premises of Integral Coach 
Factory (ICF) was opened to the public on 30"' March 2002. The Museum has 
broadly been divided into two sections. In one section, the pictures depicting 
the various stages of development of Southern Railway and ICF have been put 
on display in the form of photographs and flexi-charts. In the other section, 
various miniature models and other artifacts of interest have been put on 
display. 
In Southern Railway Section the displayed flexi-charts depict the 
inauguration of Southern Railway on April 14, 1952, the running of first train 
on Southern Railway and other important events in its development. Various 
types of coaches and locomotives and their developmental stages have also 
been displayed through photographs and flexi-charts in this section. The 
mascots of the three erstwhile state railways, viz. the Nizam's State Railway, 
the Mysore State Railway and the Great Maratha Railway have been put on 
show. 
In the model section, miniature models of various coaches and 
locomotives have been displayed, for example the miniature models of wooden 
first class coach, double-decker coach and steam locomotives etc. To add to the 
attraction, a service register dating back to 1903 to 1935, British period wall 
clock and gang bell, and the sickle used for clearing the weeds have been 
placed on the gamut of objects d'art. The models of 'boy-wagon' are also 
placed on exhibit. 
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Since a visit to a rail museum would never be complete without a 
nostalgic train ride, the museum has installed a running model of the Nilgiri 
Mountain Railway to give visitors a thrill of hushing steam railway. The 
museum in cooperation with ICF is planning to install some more real-life 
exhibits, like vintage coaches and other steam/electric locomotives. It has also 
planned to install a restaurant-on-wheels on its premises, which would be of the 
size and shape of a real coach with dining facilities inside. The coach will have 
all the modem facilities with an aesthetic taste of the past. 
5.4.4 Regional Rail Museum, Vadodra 
Regional rail museum at Vadodra in Gujarat, managed by Western 
Railway offers a vast array of artifacts, which have served their purpose with 
elegance in the running of the great national enterprise that is the Indian 
Railways. 
The two saloons of erstwhile Gaekwar Baroda State Railway (GBSR), 
built as a fancy of maharajas of Gaekwar by BB & CI Railway workshop at 
Parel for the exclusive use of the royal family, have been preserved and 
restored to their pristine beauty at this museum. One of the saloons called 
Maharaja's Saloon (RA-6), with its luxurious teakwood interior, Belgian 
mirrors and wide plate glass windows, even has a quaint husk cooler running 
on ice. The other saloon (RA-7) has a spacious observation room with 
panoramic lookout panels. 
A train known as 'Nostalgia Express' is run on the premises to take the 
visitors on a trip into the past. The train composed of Maharaja's Saloon and 
other period stock is hauled by a 1952 vintage, 2-6-2 ZB class locomotive. 
Number 66. 
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5.4.5 Regional Narrow Gauge Rail Museum, Nagpur 
The regional narrow gauge rail museum at Nagpur in Maharastra is 
spread over a beautifully landscaped area of about four acres. The museum 
surrounds a tastefully refurbished 100-year-old steam locomotive shed, now 
having various thematic galleries and an open area to simulate a railway yard. 
The museum with its wide range of rare and valuable exhibits promises to take 
the visitors on an exciting journey into the narrow gauge past. 
One of the highlights of the museum is the working 'Bagnall' steam 
locomotive built in 1916. A narrow gauge saloon, more than 100 years old, 
belonging to erstwhile royalty and a steam crane built in Italy are put on 
display at the museum. Different light fittings used in erstwhile maharajas' 
saloons are also displayed. One of the galleries exhibits old railway records, 
uniforms worn by different railway staff and scenic photographs of different 
narrow gauge railways running through hills and valleys etc. The museum has 
a toy train, which takes the visitors on a ride, and a cafeteria where the visitors 
relax after a thrilling toy-train ride. There is a special philately section, which 
displays as many as 800 postage stamps issued worldwide on railway themes. 
5.5 Steam Heritage - A Tourist Product 
No doubt steam was good only as long as it was considered cheaper to 
run steam locomotives in comparison to other forms of motive power. But the 
steam on Indian Railways will always have a strong hold in the tourism sector 
for the reason that it evokes nostalgia for rail-travel of a bygone era. The role 
played by steam locomotives in the history of rail transportation, coming of age 
by late 19 century, cannot be ignored. The solid foundations of today's 
modem high technology railway systems were actually laid by steam 
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locomotives, which reigned supreme not only on the railway in India, but all 
over the world for more than a century. 
in India the manufacturing of the steam locomotives was stopped in 
1972 and the last normal working steam shed at Warkaner was closed down in 
2000. Indian Railways had 8,120 steam locomotives in 1950-51, which 
increased to 19,312 in 1960-61. The 1960s onwards saw a drastic decrease in 
the number of steam locomotives. The number decreased to 2,915 in 1990-91 
and reached to a mere 53 in 2001-02."* This was due to increased dieselisation 
and electrification of tracks. Though the dieselisation and then electrification 
was desirable to increase the efficiency and speed of the railway, the 
negligence in saving the steam heritage is equally not welcome, more so when 
it comes to promote rail-based tourism in the country. 
The DHR and NMR, which are still worked by steam locomotives, 
attract both domestic and foreign tourists by thousands. The resurrection of 
'Fairy Queen' in 1996-97 opened many eyes showing the way, followed by 
many others soon after. The lead was taken by NFR in 2001 by introducing 
'Bharamputra by Steam' between Gwahati and Pandu, which is a specially 
designed tourist train evoking nostalgia of steam era. The train is hauled by 
meter gauge American War Department Steam Locomotive (MAWD 1798) of 
1944 vintage. Encouraged by an over-whelming response by the tourists NFR 
has taken upon to restore a GX class meter gauge 'Garratt' locomotive to 
working order. This is the only surviving meter gauge Garratt locomotive in 
working order in India, and once set on tracks it will be the only one of its kind 
in the world running on tracks. 
The 'Jatinga Steam Safari' is yet another rail tourism promotional 
venture on steam by NFR. This steam safari ride takes the tourists on a 
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2 night/3 day trip through the exotic and most spectacular mountain lines of 
Barail and Jatinga Hills on Indian Railways. The construction of this line 
started in 1899 from the Silchar end and was completed in 1903. The line was a 
part of the erstwhile Assam Bengal Railway (ABR) and was linked to Port of 
Chittagong (now in Bangladesh). The line with 37 tunnels and 565 bridges, the 
most famous being the Dayang viaduct of 1899 vintage, traverses through thick 
bamboo jungles on a tricky hilly-terrain. More recently KSR, which has seen a 
plethora of technological changes with steam, petrol and diesel powering its 
trains, restored an original steam locomotive for heritage tourism trips and 
excursions in November, 2003.'^ 
In brief, Indian Railways does not only fulfill the need of transporting 
tourists from one place to another but also has a vast tourism potential in being 
a tourist destination in itself It has to its credit many hill railways, which have 
long been attractions for tourists. The heritage of Indian Railways, in the form 
of its steam locomotives, unique constructions and other rolling stock both on 
tracks as well as preserved at railway museums, has an immense nostalgic 
appeal for the tourists. The luxury trains running on Indian tracks in different 
parts of the country, provide tourists an experience of bygone era. 
Indian Railways, thus, has an immense variety of tourism products in 
place on and off its tracks. But the lack of concerted efforts by railway to 
market these products in both domestic as well as international tourism circles 
has led to non/under-utilisation of these products. However, planned 
development and proper exploitation of these assets could be extremely 
rewarding. 
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The railway is one of the inventions the British used in India. Though its 
arrival in India was primarily governed by the Raj's (British rule) need to ferry 
troops rapidly through the length and breadth of the country and to transport 
raw materials from the hinterlands to the ports for their easy transportation to 
Britain, it was nevertheless marketed as an innovation. The royal princes, of 
Indian princely states, were quick to seize the idea of establishing railway 
networks in their respective states for the movement of royalty and the people 
within their territories, particularly in Rajasthan where travel through the 
burning sands could hardly have been a convenience. The princely railways 
were wooden carriages with spacious compartments. The private carriages of 
the princes represented the best each state had to offer. The coaches were 
embellished with the states' coats of arms and the suits on wheels became, 
literally, miniaturised palaces on wheels. Each princely coach or set of coaches 
had formal living rooms and dining rooms, meeting rooms and studies and 
bedrooms, and zenana wings for royal women. 
The coaches were lavishly furnished with all comforts and amenities. 
The furniture used was the art deco of the turn of the twentieth century, which 
was sweeping across Europe and the Indian princely residences and palaces, 
such as brocaded canopies on beds, matched linen along with drapes, priceless 
carpets on the rolling floors, and expensive bric-a-brac etc' The princes indeed 
traveled in style. The finest chefs of the times prepared delicacies in the 
attached pantry cars. The princes would roll through the deserts, in wooden 
carriages on iron rails, as they went visiting or attending a lavish marriage 
ceremony or a week's shikar (hunting) on board their saloons. 
However, this luxurious mode of travel was not the sole preserve of the 
maharajas. The British rulers in India, the governors of the states, the viceroys 
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and the visiting royalty, all traveled in extremely opulent conditions. In fact, 
one of the first luxury coaches built was for the Governor of Bombay in 1863. 
In 1875, when the Prince of Wales visited India, a special train was built a year 
in advance, at Agra workshop of Rajputana Malawa Railway, to carry the 
prince. The coaches were furnished with teak and raised wood-paneled 
interiors, gold and brass fittings and other such regal trappings. Another nine-
saloon luxury train was built for the Prince and Princess of Wales who visited 
India in 1905. The 72 ft long train had seven coaches, a boudoir, a dining 
saloon, and for the first time a full sized bath with shower.^  These luxury trains 
delighted the journeys of mahrajas and British royalty till independence, when 
the different railways in India were reorganised into a single organisation of 
Indian Railways. After the regrouping these princely saloons and coaches were 
put off the tracks because of their lavish interiors and delicate furnishings. 
However, for years these remained abandoned and succumbed to rages of time. 
Though some of them were put in use for private purposes and some were later 
brought to museums to put on display, many still lay forgotten at different 
places in the country. 
However, by the start of 1980s the Ministry of Railways after realising 
the potential of rail-based tourism in the country decided to introduce specific 
tourism projects, particularly to attract foreign tourists. Complemented by the 
desire and need to preserve the royal heritage on tracks, Indian Railways 
decided to introduce certain heritage trains, which would reflect the splendor 
and opulence of the saloons of erstwhile maharajas and British royalty. 'Palace 
on Wheels' (PoW) was the first in line to be introduced under this project. 
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6.1 Genesis of the Project 
In the year 1980, the British Broadcasting Corporation (BBC) broadcast 
a series called 'Great Railway Journeys of the World', and a part of the series 
featured Indian Railways. The feature on Indian Railways received a great 
appreciation and applause from all over the world, particularly from the United 
Kingdom (UK). Soon after the railway authorities in India took note of this 
great appreciation and contemplated to introduce certain specific tourism 
projects on Indian Railways network to attract foreign tourists, particularly 
those from UK. Depending upon the requirements of the tourists from the UK 
and certain other countries, Indian Railways decided to put up certain specific 
schemes covering such sectors on its network which bear great attraction for 
foreign tourists from these countries and which could be easily marketed 
abroad. The idea was to earn precious foreign exchange for the country, expand 
the market share of India in the international tourism market and to exploit the 
tourism potential of railway in India. 
In March 1981, the Indo-British Economic Cooperation (IBEC) talks 
were to be held in New Delhi, between the Union Minister of Commerce, 
Government of India and the Ministry of Trade, Government of UK. Since the 
railway authorities in India were keen to launch their intended project to trap 
the potential of UK's tourist market, which had shown an increased enthusiasm 
towards the railway in India, they sought the ensuing talks as an opportunity to 
discuss the project proposal with the trade authorities fi-om UK. Therefore, the 
Ministry of Railways (Railway Board) prepared a draft proposal outlining the 
pilot project, which was then sent to the Ministry of Commerce, Government of 
India in January 1981 for consideration during the upcoming IBEC talks. The 
Ministry of Commerce put up this proposal during the meeting. Though 
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nothing concrete emerged during tlie l£i]l<.s about the proposed project, it was 
however agreed that the idea should be pursued further. 
After the talks were over the Ministry of Commerce and the Department 
of Economic Affairs, Ministry of Finance took very keen interest in this project 
and after due consideration forwarded it to the Board of Trade, Government of 
UK for their comments on its viability and business potential. The Board of 
Trade in UK gave a serious thought to this project and with the positive 
remarks about the viability of the project; they extended their full cooperation 
for its implementation. The Union Minister of Railways and the Chairman 
Railway Board visited UK in May 1981, for a follow-up on the project. They 
held meetings and discussions with the officials of the Indian High 
Commission in UK, Air India officials, India Tourist Office, Directorate of 
Export Market Development, Division of Commonwealth Sectariat and leading 
travel agents and tour operators in UK etc. There was a general consensus in 
these meetings that a rail-based package, on the lines the Indian Railways was 
considering, would evoke a good response from the tourists of UK origin. The 
draft proposal prepared by Ministry of Railways defined the project as, 
"A hotel on wheels which is mobile in the night and is made stationary 
during the daytime at a tourist destination, so that the tourists can move 
around that particular tourist center. " ^ 
The project was conceived as to merge the activities of traveling and 
staying. It was therefore thought that a series of packages with pre-set 
itineraries could be introduced on Indian Railways network, linking the 
important tourism centers of the country. 
It was, however, not possible for the railway to simultaneously start all 
such projects in different tourist circuits in the country. Therefore it was 
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decided to take up one of the most potential and important tourist circuits, 
which is favourite among foreign tourists, in the beginning and at later stages 
extend it to other tourist circuits. The Ministry of Railways in consultation with 
the Ministry of Tourism arrived at a conclusion that Rajasthan offered a vast 
tourism potential, as the state was dotted with forts, rich heritage, myriad 
scenic spots and golden sands. Above all the fact that various destinations in 
the state could be easily linked with the famous 'golden triangle' of Delhi-
Agra-Jaipur, favored it. It was decided that a package along the lines of the 
defined concept could be launched in Rajasthan including the golden triangle. 
However, a technical snag cropped up. Since the railway network in 
Rajasthan, primarily, had meter gauge tracks, the special tourist train had to be 
meter gauge. The need was felt to identify the coaches for this special tourist 
train. One idea was to pull out the required number of coaches from the 
existing fleet, which could then be remodeled and refurbished to serve as 
tourist coaches. This was thought to be a costly exercise, as it would have 
incurred large expenditures with a risk in case the project failed to click. The 
other idea that emerged, and later also got implemented, was that the old 
coaches belonging to erstwhile maharajas, princes and viceroys could be 
revived back on tracks to serve as carriages in the intended tourist train. As 
these saloons and coaches already had lavish interiors and delicately designed 
furnishings etc., they needed a little renovation and refurbishment to meet the 
modem conveniences and comforts, like air-conditioning, showered baths, 
western toilets etc. These renovations had to be made without compromising 
the royal aesthetic characteristics of these coaches, which no doubt later 
became the Unique Selling Proposition (USP) of PoW. To give tourists a full 
nostalgic experience of a bygone era, the train was decided to be hauled by a 
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steam engine. Looking into the characteristics and features of the royal saloons 
and coaches the train was named as 'Palace on Wheels' and final decision for 
its implementation was taken in June 1981. 
The project was set up to fulfill the following objectives: 
1) To promote tourism in India in general and rail-based tourism in 
particular. 
2) To conserve and maintain the priceless heritage of very distinctive 
nature, i.e., the royal and vice-regal coaches dating back to the turn of 
the 20 '^' century. 
3) To attract attention towards tourism in India, with a unique tourism 
product which could become the talk of the international tourism circles, 
and 
4) To earn much the need foreign exchange for the country. 
6.2 Launching o f Palace on Wheels' 
As was decided by the Ministry of Railways and the Ministry of 
Tourism, to revive the royal saloons of erstwhile maharajas and those of British 
royalty for the composition of the tourist train, named 'Palace on Wheels', the 
saloons were identified and selected from those belonging to the maharajas of 
the princely states of Rajputana (Rajasthan) and Gujrat; the Nizam of 
Hyderabad and the viceroys of British India. The identified coaches were then 
taken to Railway Coach Workshop at Ajmer, where these were renovated and 
refijrbished with the help of some best interior designers of Indian Railways. 
The renovation work was intended to provide the tourists modem comforts like 
air-conditioning, western washrooms with showers, foam cushions, lighting 
and channel music etc. These renovations were so carefully done as not to alter 
the aesthetic characteristics of these saloons. The changes made, if any, were so 
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little as to retain the original ambience of the royal heritage, most of which was 
more than fifty years old. A brief historical background of the selected 
coaches/saloons included in PoW, their interior plan and berth capacity is 
presented in Appendix IV. 
Tourism in India is a state subject. Hence any activity related to tourism, 
which involves a state's resources cannot be undertaken by any outside agency 
without the consent and approval of the government of that state. It was 
therefore decided by the Ministry of Railways and the Ministry of Tourism to 
involve Rajasthan Tourism Development Corporation (RTDC), which is the 
state tourism agency of the Rajasthan Government. A proposal to this effect 
was sent by the Ministry of Railways to the Rajasthan Government. The 
Rajasthan Government approved the proposal and appointed RTDC for the 
implementation of the project. A Memorandum of Understanding (MoU) was 
thus signed between RTDC and Indian Railways, for the coordinated 
implementation of the project. Under the agreement RTDC was given the 
responsibility of reservations, sale of tickets, on board catering services, 
sightseeing, cultural programmes, and all other ground arrangements at various 
destinations. Indian Railways was made responsible for the operation of the 
train, the maintenance of rolling stock, signaling, drivers, generator and 
refrigeration operations etc.^ 
Meanwhile, the renovation work of the saloons was completed by 
December, 1981. Also by this time all the arrangements were made ready for 
conducting the trial run of PoW. It was on January 26,1982 (India's Republic 
Day) that the first trail run was carried. The trial runs continued up to March 
1982. During this time five trips were made. The project and its successful trial 
runs were made known by the Union Minister of Railways, Government of 
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India, in his Railway Budget presentation speech in the Indian Parliament on 
25"^  February 1982. 
For the first four years of its operations, from 1982 to 1984-85, the train 
operated with all its coaches in good condition. During 1985-86, one of the 8-
berth coaches had to be taken out for repairs due to some technical reasons, 
reducing the capacity of the train from 98 berths to 90 berths. After due repairs 
this coach was reintroduced after three years in 1988-89. However, by this time 
another 6-berth coach developed some technical problems and had to be taken 
out putting the total capacity of the train at 92 berths. 
6.3 New 'Palace on Wheels' 
During the years between 1982 and 1990 the different saloons in the 
train developed major or minor technical problems. Therefore, it was felt 
ncccssar)' to replace the whole of PoW by a new train with improved and more 
modem amenities. The new PoW was decided to be on similar lines as that of 
the old train, so as to retain the royal ambience of the bygone era, which had 
been the USP of the old PoW, to give tourists a feel of olden days even on the 
new train. By mid-1991, the new PoW was ready for its operations and was 
taken on its regular business from September 1991. The new train is flilly air-
conditioned meter gauge train completely on lines of the old heritage train. In 
1994 the meter gauge rake of the train was replaced with the broad gauge rake. 
The present PoW is thus, a broad gauge train fully air-conditioned with 
fourteen saloons, two restaurant cars, one kitchen car, a bar-cum-lounge car 
and four service cars. The new PoW has a capacity of 104 berths in twin 
bedded cabins, each with a channel music, intercom, attached toilet, running 
hot and cold water, STD, ISD and satellite phone facilities. Each of the 
fourteen saloons has been named after former Rajput states and the interior of 
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each saloon has been designed to match the aesthetics of the royal past of the 
states after which they have been named. The saloons are named as, Alwar, 
Bharatpur. Bikaner, Bundi, Dholpur, Dungarpur, Jaisalmer, Jaipur, Jhalawar, 
Jodhpur. Kishangarh, Kota, Sirohi and Udaipur. Each saloon has a separate 
lounge equipped with a colour television and a CD player. The lounge provides 
a common place for the guests to relax and get together. Each saloon also has a 
mini-pantry to ensure availability of hot and cold beverages and refreshment 
round the clock. Each cabin is provided with a khidmatgar (personal attendant) 
to look after the needs of each guest. The two lavish restaurants, named 
'Maharaja' (king) and 'Maharani' (queen) with complete Rajasthani ambience, 
have a sitting capacity of 32 guests each. These restaurants serve Continental, 
Chinese, Indian and Rajasthani cuisines. A well-stocked wine bar on the train 
offers the tourists the choicest of Indian and international brands.*^  
The old PoW used to operate for six to six and a half months from 
October of one year to the March or mid-April of the next year. But due to the 
full air-conditioning of the new train the season has been extended to eight to 
eight and a half months from 1992-93 season onwards. The train now starts in 
September of one year and operates up to April or mid-May of the next year. 
The seasonality of the train is due to the highly hot and arid summer months in 
the region. 
6.4 The Package 
When PoW was launched in January 1982, it was decided that initially 
two itineraries, one of 3 nights/4 days [Delhi-Agra-Jaipur-Delhi] and another 
of 7 nights/8 days [Delhi-Jaipur-Udaipur-Jaisalmer-Jodhpur-Bharatpur-
Agra-Delhi] would be offered to give the tourists a choice to select an itinerary 
as per their convenience of time and money. But since there was only one train. 
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it was later felt difficult to run two different packages. Therefore, soon after its 
trial runs were over in March 1982, the itinerary was fixed for 7 nights/8 days 
only. The itinerary set up was: 
Delhi Jaipur Chittorgarh/Udaipur Udaipur 
Day 1 Day 2 Day 3 Day 4 
Jaisalmer Jodhpur Bharatpur/Agra Delhi 
Day 5 Day 6 Day 7 Day 8 
The detailed itinerary along with the route map of old PoW is given in 
Appendix V. 
The year 1991 saw the introduction of a new, fully air-conditioned, 
diesei-run PoW replacing the old steam hauled PoW. In 1994 the rake of the 
train was changed to broad gauge and a new destination, Sawai Madhopur -
famous for its Ranthambhor National Park - was included in the itinerary. The 
order of destinations in old itinerary was changed to meet the requirements of 
travel during the nights and to spare days for sightseeing. The new itinerary 
thus developed had the following scheme and is still in operation. 
New Delhi Jaipur Jaisalmer Jodhpur 
Day 1 Day 2 Day 3 Day 4 
Sawai Madhopur/Chittorgarh Udaipur Bharatpur/Agra — 
Da\' 5 Day 6 Day 7 
New Delhi 
Days 
The itinerary of the new PoW along with its route map is presented, in 
detail, in Appendix VI. From the map it can be observed that the routing of the 
new itinerary has become more zigzag, but this order of destinations was a 
relatively better alternative to balance the comfort and experience of tourists 
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during the tour. Each destination has a special attraction, which is more 
prominent during a particular time of the day. Through this itinerary it was 
made possible not to miss these special moments at a particular destination. For 
example, the early departure from Udaipur would mean losing the golden 
sunset view and also a walk along Lake Pichola after sunset. On the other hand 
the late arrival at Sawai Madhopur would mean missing the pre-sunrise charm 
of Ranthanbhor National Park, which boasts of having in its possession the rare 
Asiatic Lion. Keeping all these things in mind the present itinerary has been the 
best option to meet all these requirements, and any change in its scheme would 
mean loosing some precious moments of the package. 
The weekly package starts on every Wednesday from Delhi Cantonment 
Railway Station and returns to the same station after a weeklong tour of world 
famous destinations - Jaipur, Jaisalmer, Jhodpur, Swai Madhopur, Chittorgarh, 
Udaipur, Bharatpur and Agra, in that order. 
As per the agreement signed between RTDC and Indian Railways, with 
regard to sharing the responsibilities for the operations of PoW, the practice for 
price fixing has been that, each of the partners prepares its part of the tariff for 
the purpose of quoting the all-inclusive tariff Till 1987, Indian Railways fixed 
its share of tariff based on the recommendations made by the Rail Tariff 
Enquiry Committee of 1980, with respect to special trains, tourist cars and 
saloons. But from 1988 onwards Indian Railways quotes its share of tariff on 
the basis of the recommendations made by the Public Accounts Committee of 
1987. RTDC uses cost plus method for fixing its share of tariff. The two tariffs 
together fonn the all-inclusive tariff for PoW. 
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6.5 Organisational Structure 
PoW is operated by two independent organisations, viz. Indian Railways 
and RTDC. Both of them have separate organisational setups for the operations 
of PoW. Indian Railways has a full-fledged Directorate of Tourism under the 
supervision of Member Traffic of the Railway Board. As the tourist spots, 
included in the itinerary, fall under the jurisdiction of three different geographic 
subdivisions of Indian Railways*, viz. Northern Railway (NR), North Western 
Railway (NWR), and North Central Railway (NCR), therefore the Directorate 
of Tourism in Indian Railways performs the Indian Railways' share of 
responsibility in coordination with the zonal officers of these zones. However, 
during the running of the train the following staff of Indian Railways travels on 
the train: 
Chart 6.1: Indian Railways' Staff on PoW 
Maintenance 
crew* 
Train Superintendent 
Driving 
crew 
Wireless 
operators 
Security 
personnel** 
Source: Directorate of Tourism, Ministry of Railways, New Delhi. 
* Maintenance crew - for carriages, generating equipment, refrigeration and air-
conditioning etc. 
** Security personnel belong to the Railway Protection Force of Indian Railways 
* Up to 31" March, 2004, the tourist spots covered by PoW felt under Northern Railway (NR), Western 
Railway (WR) and Central Railway (CR). 
165 
RTDC has the following organisational structure for 'Palace on Wheels'. 
Chart 6.2: RTDC's Organisational Structure for 'Palace on Wheels' 
Manager Central 
Reservations 
Asst. Manager 
Reservations 
Clerks 
Steno 
Managing Director 
RTDC 
Executive Director 
RTDC 
Senior Manager 
PoW 
Manager 
Operations I 
Manager 
Operations II 
Asst. Manager 
Operations 
Tour Escort 
Saloon 
Captains 
Head 
Barman 
Saloon 
Attendants 
Maitre-De-
Hotels 
Barmen Stewards 
Bar 
Attendants 
Manager 
Accounts 
Assistants 
Source: Rajasthan Tourism Development Corporation (RTDC), Jaipur. 
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6.6 Promotion 
The initial promotion ofPoW started in 1981, when the project proposal 
was finalised. Since UK was the target market, for the first three seasons up to 
1983-84, the promotional efforts were confined to UK only. To make its 
promotional campaign more effective Indian Railways hired Kaul Prever Harle 
& Simore (KPHS) - an advertising company based in London, to do the initial 
promotion on behalf of Indian Railways. The initial promotion was through 
advertising in the leading daily and weekly national newspapers of "UK. Nine 
insertions were to be released during the first season (1981-82), of which two 
insertions were released in December 1981 alone7 The objective was to inform 
the British public, who had shown great enthusiasm towards the railway of 
India, of the design of the package (an illustration of one of the advertisements 
released in December 1981 is given in Appendix VII). 
Back in India, stocks of publicity broachers about PoW were published 
and sent to India Tourist Office at London, so that the people making enquiries 
following their exposure to the advertisements could have greater information 
about the package. As a part of the promotional campaign various journalists 
and columnists from important newspapers of UK, such as Mr. Brian Jackman 
of Sunday Times, Mr. John Ezard of The Guardian, Mr. Sue Amold of The 
Observer, Mr. K Westcott Jones of United Newspapers and Mr. Lee Langley of 
Sunday Telegraph etc., were invited to travel on PoW during its trial runs, so 
that when they are back home they could write their travelogues in the 
newspapers they represent. In addition 30 sets of general press releases were 
organised with photographs and were mailed out to many important trade and 
consumer publications. Twenty-four blowups were organised for display at 
American Express offices, India Tourist Office, Air India office and KPHS 
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office in UK. With the growing public enquiries about the package a full time 
'Palace on Wheels' information service counter was opened up in KPHS office. 
Later, tour operators like American Express, Speed Bird Holidays and Wings 
Ltd. etc., were authorised to handle queries from the public and make bookings 
and reservations. 
However, it was not only the UK tourists who took to PoW package 
people from various other countries also showed a keen interest in this package 
from its very first commercial season. This is evident from the country-wise 
breakup of tourists brought out in tables 6.2 & 6.3 later in this chapter. On the 
forefront were the Americans, Japanese and Australians. As a result some 
promotional activity was extended to these potential countries, and many tour 
operators from these countries started to offer PoW package to their clients. To 
in\ ite foreign media persons on complimentary promotional trips has been the 
regular affair of PoW's management. Also some famous TV channels like 
BBC, MTV, Zee TV, National Geographic, MDR of Germany and many others 
have covered the train and shown it on their networks. This coverage of PoW 
by foreign media led to its wide familiarity abroad. 
However, with the times the initial aggressive promotion has, to a major 
extent vanished. The present marketing and promotional efforts include; 
i) Publishing of brochures, information pamphlets, press releases, write-
ups and news updates etc. 
ii) Promotion through GSAs abroad. 
iii) Participation by Indian Railways & RTDC in the international tourism 
events and exhibitions where they get to interact with the foreign tour 
operators, travel agents and sometimes even prospective tourists. 
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iv) Inviting foreign media persons on PoW on complimentary promotional 
trips, so that they can write in their respective newspapers, journals and 
magazines about PoW. 
The above promotional efforts are very important, but situation demands 
a shift in approach from traditional market of UK to the potential and growing 
markets of Australia, Germany, France, Austria, Canada, Japan, Switzerland, 
Belgium and S. Africa etc. The number of tourists on PoW from these 
countries has shown a growing trend as against the number of tourists from 
UK, which has continuously shown a declining trend (see Table 6.2) despite 
the huge promotional campaigns. The officials at RTDC admit that PoW can 
earn additional Rs 25 crore to Rs 30 crore if comprehensive marketing is done. 
6.7 Performance o f Palace on Wheels' 
The performance study of PoW can broadly be divided into two parts: 
the occupancy performance and the financial performance. 
6.7.1 Occupancy Performance 
The Table 6.1 shows the occupancy performance of PoW since its 
inception. 
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Table 6.1: Occupancy Performance of'Palace on Wheels' 
from 1982 to 2003-04 
Year/Season 
Jan 1982-
Mar 1982 
1982-83 
1983-84 
1984-85 
1985-86 
1986-87 
1987-88 
1988-89 
1989-90 
1990-91 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-2000 
2000-01 
2001-02 
2002-03 
2003-04* 
1 
Number 
of tours 
05 
26 
26 
21 
25 
26 
26 
26 
26 
26 
26 
33 
33 
24 
28 
33 
34 
34 
33 
34 
34 
33 
34 
Capacity 
per tour 
98 
98 
98 
98 
90 
90 
90 
92 
92 
92 
104 
104 
104 
104 
104 
104 
104 
104 
104 
104 
104 
104 
104 
Total 
capacity 
in 
season 
490 
2,548 
2,548 
2,058 
2,250 
2,340 
2,340 
2,392 
2,392 
2,392 
2,701 
3.432 
3,432 
2,496 
2,912 
3,432 
3,536 
3,536 
3,432 
3,536 
3,536 
3,432 
3,536 
Total 
number of 
paid 
tourists 
101 
1,056 
967 
783 
1,102 
1,375 
1,747 
2,212 
2,282 
1,899 
2,001 
2,083 
2,032 
1,322 
1,557 
2,239 
2,402 
2,481 
2,367 
2,612 
1,476 
1,475 
2,358 
%age 
change 
over 
previous 
year 
945.54 
-8.42 
-19.03 
40.74 
24.77 
27.05 
26.62 
3.16 
-16.78 
5.34 
4.10 
-2.45 
-34.94 
17.78 
43.80 
7.28 
3.29 
-4.59 
10.35 
-43.43 
-0.07 
59.86 
Occupancy 
rate 
20.61 
41.44 
37.20 
37.90 
49.30 
58.70 
75.10 
93.40 
95.06 
80.10 
74.74 
60.07 
59.20 
53.00 
53.47 
65.24 
67.90 
70.16 
68.96 
73.86 
41.74 
42.98 
66.68 
Source: Rajasthan Tourism Development Corporation (RTDC), Jaipur. 
•Estimated for 2003-04 
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The occupancy rate on PoW is calculated as: 
Number of Paid tourists during the season 
Occupancy rate = x 100 
Total capacity during the season 
While studying the occupancy performance of PoW from the data put 
out in Table 6.1, the occupancy rate could have been an indicator of the 
performance of PoW. But in this case the occupancy rate may be misleading. 
The occupancy rate is obtained from the total number of paid tourists in a 
season as the percentage of the total capacity generated during that season. The 
total capacity generated during the season, in turn, is obtained by multiplying 
the number of tours/trips during a season to the capacity per tour during that 
season. Since neither the number of tours conducted nor the capacity per tour 
has been constant during all these years, therefore, the total capacity generated 
is also not constant. That is why, it can be seen in some years that even when 
there is a positive growth in the number of paid tourists, the occupancy rate 
shows a decline. For example, during the years 1989-90 and 1990-91 same 
number of 26 tours were conducted and the capacity per tour was constant at 92 
berths, hence there was constant seasonal capacity of 2,392 berths. It can be 
observed that as there is a decline of 16.78 percent in the number of paid 
tourists in 1990-91 over 1989-90 the occupancy rate has also declined to 80.10 
percent in 1990-91 from 95.06 percent in 1989-90. On the other hand, if the 
figures of 1991-92 are observed against the figures of 1990-91, the occupancy 
rate relationship shows a reverse turn. In 1990-91 and 1991-92 same number of 
26 tours were conducted, but the capacity per tour of the train increased from 
92 berths in 1990-91 to 104 berths in 1991-92 putting the total capacity 
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generated at 2,392 and 2,701 respectively. It can be observed that even when 
there was a growth of 5.34 percent in the number of paid tourists in 1991-92 
over 1990-91. the occupancy rate has declined to 74.74 percent in 1991-92 
from 80.10 percent in 1990-91. It shows that, had the total capacity generated 
been constant the occupancy rate should have gone up with the growth in the 
total number of paid tourists. In such a situation, therefore, the percentage 
growth in the number of tourists over the years shall be taken as an indicator of 
occupancy performance of PoW instead of the occupancy rate. RTDC usually 
takes occupancy rate into consideration while studying the performance of 
PoW, which at most of the times is misleading. 
It can be observed from Table 6.1, that the growth in the total number of 
paid tourist on PoW has been impressive over the years; except for some years, 
where it shows a negative growth over the respective previous years. However, 
the negative growth during these years can be attributed to the overall decline 
in the tourist inflow in India during these years, owing to the external factors 
such as disturbed conditions within or outside India and also sometimes due to 
political instability in the country. For example, in 1982-83 (the second 
commercial season of PoW) there was a mind-boggling growth of 945.54 
percent over the previous year. The 1983-84 season shows a negative growth of 
8.42 percent owing to civil unrest in the country. The negative growth rate of-
19.03 percent in 1984-85 attributes to the assassination of the then Prime 
Minister of India, Mrs. Indira Ghandi, in October 1984 and the disturbed 
conditions in the country thereafter, also due to this five trips on PoW had to be 
cancelled. The years 1985-86 to 1989-90 show an impressive growth ranging 
between 24.77 percent in 1986-87 to 40.74 percent in 1985-86 except for the 
172 
year 1989-90, which had a growth of only 3.16 percent. The year 1990-91 
showed a decline of 16.78 percent over the previous year. 
There was a positive growth of 5.34 percent and 4.10 percent during 
1991-92 and 1993-94 respectively. The years 1993-94 and 1994-95 had a 
decline of 2.45 percent and 34.94 percent respectively over the previous years, 
due to the decline in the overall inflow of tourists owing to the political 
instability in the country. There has been a positive growth from 1995-96 to 
2000-01 ranging between, the lowest of 3.29 percent in 1998-99 to the highest 
of 43.80 percent in 1996-97; except for the year 1999-2000, which incurred a 
decline of 4.59 percent. The year 2001-02 incurred a drastic decline of 43.43 
percent due to low foreign tourist arrivals in the country after the September 
11. 2001 terrorist strikes on twin towers of Word Trade Center (WTC) in New 
York and other important places, which was followed by the adverse travel 
advisories by foreign nations against India. The year 2002-03 incurred a 
negligent growth of-0.07 percent, which amounts to a decline of just one 
tourist over the previous year. 
As mentioned earlier that the PoW project was initially targeted at the 
UK tourist market and an aggressive marketing campaign was done in that 
country to promote PoW. But from the very beginning of its commercial 
operations, tourists from various other countries also traveled on PoW in 
impressive numbers, the most prominent being USA, Japan, France, Germany, 
Australia etc. The Indians also showed a good response for the package on 
PoW and took to it in impressive numbers from the very beginning. Table 6.2 
gives the country-wise breakup of tourists on PoW from 1982-83 to 1992-93. 
The country-wise flow of tourists on PoW from 1982-83 to 1992-93 is also 
shown in Graph 6.1. 
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Table 6.2: Country-Wise Breakup of Tourists on 'Palace on Wheels' from 
1982-83 to 1992-93. 
Year 
1982-83 
1983-84 
1984-85 
1985-86 
1986-87 
1987-88 
1988-89 
1989-90 
1990-91 
1991-92 
1992-93 
UK 
749 
474 
286 
367 
386 
356 
476 
401 
465 
354 
307 
France+ 
Germany 
15 
14 
47 
62 
133 
227 
321 
344 
284 
273 
396 
America 
73 
278 
184 
325 
453 
531 
570 
509 
295 
367 
452 
Japan 
83 
38 
15 
17 
22 
II 
48 
12! 
56 
47 
35 
Australia 
25 
37 
102 
112 
127 
100 
158 
III 
138 
68 
53 
India* 
57 
49 
44 
54 
176 
NA 
NA 
NA 
NA 
NA 
NA 
Others 
54 
85 
103 
165 
204 
522 
639 
796 
661 
892 
840 
Total 
1,056 
967 
783 
1,102 
1,375 
1,747 
2,212 
2,282 
1,899 
2,001 
2,083 
Source: Rajasthan Tourism Development Corporation (RDTC), Jaipur. 
NA - Not Available 
*The separate figures for Indians from 1987-88 to 1992-93 are not available, 
however, these are included in the category of'others'. 
The figures brought out in Table 6.2 show that during the very first 
commercial season of PoW, 749 tourists were from UK that formed 70.92 
percent of the total 1,056 tourists on PoW during that season. The UK was 
followed by Japan with 83 tourists and USA with 73 tourists. During the very 
next season of 1983-84, the number of UK tourists dropped by a significant 
36.71 percent, whereas the number of American tourists grew by 280.82 
percent from 73 tourists in 1982-83 to 278 in 1983-84. The years thereafter 
witnessed almost a continuous declining trend in UK tourists on PoW, whereas 
the tourists from USA showed an increasing trend. From the table it can also be 
observed that from the year 1986-87 the number of American tourists. 
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throughout, surpassed the number of UK tourists. The Indians also showed a 
keen interest in this package. During 1982-83, 57 Indians traveled on PoW. 
The years 1983-84 and 1984-85 saw a decline in Indian tourists, however the 
number again soared to 54 in 1985-86 and to 176 in 1986-87. The separate 
figures for Indians from 1987-88 to 1992-93 are not available, however these 
are included in the category of 'others'. 
Table 6.3 shows country-wise breakup of tourists on PoW from 1995-96 
to 2002-2003. 
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Table 6.3: Country-Wise Breakup of Tourists on 'Palace on Wheels' from 
1995-96 to 2002-03. 
Country 
USA 
UK 
Germany 
Japan 
Austria 
Canada 
Holland 
Australia 
France 
Belgium 
Switzerland 
S. Africa 
Italy 
Spain 
Kenya 
Ireland 
Malaysia 
Singapore 
Sweden 
Hong Kong 
UAE 
New Zealand 
India 
Others 
Total 
Source: Rajasth 
1995-
96 
399 
184 
142 
67 
38 
59 
37 
36 
33 
06 
29 
28 
42 
41 
34 
09 
07 
18 
15 
— 
— 
— 
153 
180 
1,557 
lan Touri 
1996-
97 
712 
233 
213 
39 
79 
75 
54 
70 
49 
08 
35 
35 
31 
124 
33 
08 
16 
18 
25 
13 
10 
— 
132 
227 
2,239 
sm Deve 
1997-
98 
1,031 
350 
171 
12 
12 
55 
44 
65 
31 
36 
20 
40 
21 
35 
44 
03 
-
39 
21 
59 
12 
2! 
86 
194 
2,402 
opment ( 
1998-
99 
949 
350 
118 
12 
03 
107 
35 
96 
53 
28 
18 
49 
26 
— 
14 
04 
03 
17 
12 
10 
26 
13 
114 
424 
2,481 
i^orporati 
1999-
2000 
1,003 
293 
99 
12 
32 
79 
33 
49 
100 
20 
49 
34 
35 
20 
01 
05 
05 
07 
11 
76 
09 
13 
100 
282 
2367 
on (RTD 
2000-
01 
1,360 
300 
85 
12 
11 
62 
22 
118 
46 
22 
37 
48 
34 
24 
07 
03 
10 
25 
06 
21 
10 
14 
200 
135 
2,612 
C), Jaipu 
2001-
02 
463 
270 
79 
04 
27 
38 
15 
66 
19 
10 
40 
37 
27 
14 
11 
19 
04 
70 
-
-
-
10 
84 
169 
1,476 
r. 
2002-
03 
591 
214 
78 
02 
11 
33 
02 
41 
35 
10 
17 
09 
18 
41 
08 
05 
01 
09 
02 
03 
03 
-
225 
120 
1,475 
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From the earlier table (6.2), it was observed that the tourists from USA 
on PoW surpassed the number of UK tourists. This trend has continued 
throughout as can be observed from fable 6.3, which reveals that the tourists 
from America are the most numerous travelers on PoW. Although, the number 
of tourists from UK is not bad when compared to countries other than USA, 
however, there declining number is disturbing as PoW has continuously been 
promoted in UK. Looking at the other countries like Germany, Japan, Austria, 
Canada, and Switzerland etc., it can be observed that they have shown a fair 
interest in PoW package, and that too in the absence of any specific and serious 
marketing efforts in these countries. The tourists from these countries have 
been regularly traveling on PoW. The figures of Indian tourists on PoW also 
are impressive. Although the growth in their number is not consistent, yet their 
number surpasses the number of tourists from most other countries. However, 
there has been a controversy over the number of Indians on PoW after the 
Central Bureau of Investigation (CBI) raided PoW in September 2001, and 
found some Indians traveling on fake identities.'" The same season, 2001-02, 
saw the decline in Indian tourists on PoW to just 84 from 200 a year before. 
During the very next season (2002-03) the number of Indian tourists raised to 
an impressive 225. This was, however, in response to the special discounted 
rupee tariff, protected from rupee-dollar fluctuations, announced for domestic 
tourists in the wake of low inflow of foreign tourists after September 11, 2001 
attacks in New York. 
The figures revealed in above tables, thus suggest that the traditional 
market of UK has lost its significance and other countries are coming up as the 
potential markets for PoW. The Americans are at present the most numerous 
travelers on PoW. Also Gemiany, Japan, Austria, Canada, Australia and France 
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etc., are the potential and growing markets for PoW. The tourists from these 
countries have been regular travelers on PoW, which highlights the need to 
focus the marketing and promotional efforts on these countries. There is also a 
need to study the reasons for the decline in the number of UK tourists, which 
has declined from the very beginning despite the huge marketing and 
promotional campaigns done in that country. 
6.7.2 Financial Performance 
As brought out in the preceding paragraphs that the PoW project is a 
joint venture between two separate organisations, viz. Indian Railways and 
RXDC. the responsibilities pertaining to the operations of PoW are well defined 
between them. The two organisations make expenditures, on PoW operations, 
separately for their share of responsibilities; and the revenues generated 
through PoW are shared between them in the ratio of 56:44. (56 percent to 
Indian Railways and 44 percent to RTDC). 
The details of expenditures incurred on different heads for the 
operations of PoW by both of these organisations are not available as these 
expenditures are mixed up with the other activities of these two organisations. 
According to the officials at RTDC, the separation of expenditures on the 
operations of PoW from the overall expenditures of RTDC is not technically 
possible as many of the services or articles used on PoW are reutilised in other 
operations of RTDC, such as in RTDC's hotels etc. For example, staff on PoW 
is the regular staff of the RTDC's hotels, which is taken to serve on PoW 
during the season of its operations. Similarly many articles, like linen used on 
PoW is replaced every day and is never repeated on PoW, instead it is used in 
RTDC's hotels. The separation of expenditures on these services or articles 
from overall expenditures incurred by RTDC involves technical difficulties. 
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Therefore, RTDC has never maintained a separate expenditure statement of 
PoW. Same is the case with hidian Railways. However, on broader scales 
RTDC has estimated the expenditures on different heads as the percentage of 
total revenues generated through PoW. This can be seen in the Table 6.4. 
Table 6.4: Estimated Expenditures Made by RTDC on PoW Under 
Different Heads as a Percentage of Total Revenue Generated from PoW 
S. No. 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 
Expenditure head 
Catering 
Establishments 
Refurbishments 
Sightseeing 
House keeping 
Repairs & Maintenance 
Renovation and replacement of linen 
Interest on loans/shares/ debentures + 
taxes and depreciation 
Total 
Total Revenue generated 
Profit (10-9) 
Percentage of total revenue 
generated (in %) 
20-22 
15-18 
10-12 
10-11 
2 
Less than 1 
Less than 2 
15-18 
75-86 
100 
14-25 
Source: Rajasthan Tourism Development Corporation (RTDC), Jaipur. 
The estimates, by RTDC as brought out in Table 6.4, show that the 
expenditures on different heads with regard to PoW as a percentage of total 
revenue generated from PoW, range between 20-22 percent on catering, 15-18 
percent on establishments, 10-12 percent on refurbishments, 10-11 percent on 
sightseeing, 2 percent on house keeping, less than 1 percent on repairs and 
maintenance and less than 2 percent on renovations and replacement of linen. 
The expenditures incurred on account of interests paid on loans, shares and 
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bonds; and taxes and depreciation range between 15-18 percent of the total 
revenue generated. The total expenditures made on all these accounts add up to 
75-86 percent. The remaining 14-25 percent of the revenue generated on PoW 
by RTDC is claimed to be the profits for RTDC. However, the statement does 
not show the expenditures incurred on account of publicity, salaries to the staff, 
and other peripheral activities like gifts and mementos given to the tourists at 
the end of their tour etc. RTDC has mismatched its accounts statements and 
there is no clear-cut separation between the expenditures incurred on different 
heads. 
The Indian Railways' share of expenditures is made on the following 
accounts, 
Diesel 
Engine and its maintenance 
Drivers 
Maintenance staff 
Generating equipments and air-conditioning 
Departure time staff 
Establishment costs 
Yearly/Periodic Overhauling Scheme (POH). 
Indian Railways also does not have separate expenditure statements on 
all these activities. 
Table 6.5 shows the financial performance of PoW with regard to gross 
revenue generated and the respective share of Indian Railways and RTDC over 
the years. 
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Table 6.5: Gross Revenue Generated by PoW and Respective Share of 
Indian Railways & RTDC Between 1981-82 and 2003-04 
Year 
1981-82 
1982-83 
1983-84 
1984-85 
1985-86 
1986-87 
1987-88 
1988-89 
1989-90 
1990-91 
1991-92 
1992-93 
1993-94 
1994-95 
1995-96 
1996-97 
1997-98 
1998-99 
1999-2000 
2000-01 
2001-02 
2002-03 
2003-04* 
Gross 
revenue 
generated 
2.30 
57.80 
69.94 
57.84 
76.92 
106.44 
148.73 
199.13 
246.16 
260.45 
493.98 
687.48 
657.25 
404.50 
748.30 
1,144.49 
1,323.64 
1,573.84 
1,504.95 
2,047.08 
1,017.22 
1.117.55 
1,806.00 
%age change 
over 
previous 
year 
-
2,413.04 
21.00 
-17.30 
33.00 
38.38 
39.73 
33.89 
23.62 
5.81 
89.66 
39.20 
-4.40 
-38.46 
85.00 
53.00 
15.66 
18.90 
-4.38 
36.02 
-50.31 
9.86 
61.60 
Railways' 
share @ 
56% 
1.30 
35.66 
43.16 
35.74 
47.24 
64.99 
91.25 
121.80 
150.57 
171.80 
358.15 
493.49 
475.36 
291.24 
411.57 
629.47 
767.71 
912.83 
872.87 
1,146.37 
569.64 
625.83 
1,011.36 
RTDC's 
share @ 
44% 
1.00 
22.14 
26.78 
22.10 
29.68 
41.45 
57.48 
77.33 
95.59 
8«.65 
135.83 
184.99 
18L99 
113.26 
336.73 
515.02 
555.93 
661.01 
632.08 
900.71 
447.58 
491.72 
794.64 
Source: Rajasthan Tourism Development Corporation (RTDC), Jaipur. 
* Estimated for 2003-04. 
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Table 6.5 reveals that there has been an impressive positive growth in 
the revenues generated by PoW over the years; except for certain years, which 
show negative growth. The negative growth, however, corresponds to the 
decline in the number of tourists on PoW due to the influence of some external 
factors, as has already been discussed in earlier paragraphs. The table reveals 
that the revenues grew from Rs 57.80 lakh in 1982-83 by Rs 1,059.42 lakh to 
1,117.22 lakh in 2002-03, witnessing an average growth rate of 91.64 percent 
per annum over the period of 20 years between 1982-83 and 2002-03. The 
increasing growth in revenues can be attributed to: 
i) Continuous revisions in the tariffs, 
ii) Growth of tourist arrivals on PoW, and 
iii) Increase in the spending by tourists on board, on the services outside the 
fixed package cost. 
The profit/loss accounts of PoW are not available. On the one hand, 
RTDC is not ready to reveal its profit/loss accounts on PoW, while on the other 
hand Indian Railways does not maintain it separately. However, according to 
the unpublished official estimates of RTDC, the occupancy rate of more than 
48 percent on PoW gives it profit, which suggest that after 19S5-86 there have 
always been profits for RTDC on the operations of PoW, as the occupancy rate 
has always been more than 48 percent except for the two years of 2001-02 and 
2002-03, as can be observed from Table 6.1. 
Under the agreement between Indian Railways and RTDC, about the 
joint operations of PoW, both the organisations are supposed to fix their share 
of tariff on PoW. The Indian Railways up to 1988-89 used to draft its share of 
tariff on the basis of recommendations made by the Rail Tariff Enquiry 
Committee of 1980. in respect of special trains, tourist cars and saloons. The 
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tariffs for these categories, although higher than those of normal mail and 
express trains, were still not at a profitable level, as these were subsidised 
tariffs as per the Rail Tariff Enquir>' Committee recommendations. The Public 
Accounts committee 1987 was critical of the financial performance of Indian 
Railways in the PoW Project. In its report submitted to the parliament on 28"" 
April 1987, it was of the view that it is tantamount to subsidise the travel of 
affluent foreigners, and that too on the luxurious trains like PoW. Taking note 
of its suggestions, Indian Railways in 1988-89 revived the tariffs of PoW in 
accordance with the prevailing market trends. Thus since 1988-89 the 
prevailing market trends have become the basis for setting up of tariffs for 
PoW. 
In the absence of exact figures of tariff changes on PoW, since its 
inception, the average spending per tourist could be taken to analyse the tariff 
changes on PoW, as the package is all inclusive at a fixed cost except the price 
of liquor and laundry which are charged separately outside the fixed package 
cost. The average spending per tourist on PoW in different years is given in 
Table 6.6, which is obtained by dividing the total revenue generated, by total 
number of tourists in a particular year. 
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Table 6.6: Average Spending Per Tourist on PoW in Different Years 
Year Number of 
tourists 
traveled 
Total revenue 
generated 
(in lakh Rs) 
Average spending 
per tourist (in 
thousand Rs) 
1982-83 1,056 57.80 5.47 
1984-85 783 57.84 7.39 
1986-87 1,375 106.44 7.52 
1988-89 2,212 199.13 9.00 
1990-91 1,899 260.45 13.71 
1992-93 2,083 687.48 33.00 
1994-95 1,322 404.50 30.60 
1996-97 2,239 1,144.90 51.12 
1998-99 2,481 1,573.64 63.43 
2000-01 2,612 2,047.08 78.40 
2002-03 1,475 1,117.55 75.77 
Source: Compiled from the data obtained from Rajasthan Tourism Development 
Corporation (RTDC), Jaipur. 
It can be observed from Table 6.6 that there has been a significant 
increase in the average spending per tourist on PoW from Rs 5,47 thousand in 
1982-83 to Rs 75.77 thousand in 2002-03, an increase of Rs 70.30 thousand, 
registering an average annual growth rate of 64.26 percent. Since the tariff of 
package on PoW is fixed for a fixed itinerary of 7 nights/8 days, the increase in 
average spending reflects the rise in tariffs on PoW. 
In the year 1982-83, the average spending per tourist stood at Rs 5.47 
thousand, which increased to Rs 7.39 thousand in 1984-85. There has been no 
significant growth till 1988-89 when the average tourist spending on PoW 
increased to Rs 9.00 thousand. The significant growth in 1988-89 reflects the 
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major tariff revisions after the Public Accounts Committee of 1987 was critical 
of the subsidised tariffs on PoW. Thereafter, there have been regular revisions 
of tariffs on PoW as reflected by the increase in average spending by the 
tourists on PoW. There has been a major increase in tariffs in 1992-93 as can 
be observed from the average spending in the same year which increased to Rs 
33.00 thousand in comparison to just Rs 13.71 thousand in 1990-91. The 
spending per tourist came down to Rs 30.60 thousand in 1994-95 and again 
increased to Rs 63.43 thousand in 1998-99 and to Rs 78.40 thousand in 2000-
01. The spending dropped to Rs 75.77 thousand in 2002-03. The tariffs, 
however, have not been revised since 2000-01 and also during the last financial 
year. 2003-04. the tariffs remained unchanged. 
The growth in spending per tourist on PoW over the years is impressive. 
However, some surprising results come out when the spending per tourist is 
compared with the actual tariffs on PoW. A comparison between the tariffs on 
PoW and average spending per tourist in 2001-02 is given in Table 6.7. 
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Table 6.7: Comparisons Between the Tariffs and Average Spending Per 
Tourist on PoW During 2001-2002 
Tariff type Tariff per 
person for 7 
nights 
(in US$) 
Equivalent 
tariff per 
person for 7 
nights 
(in Rs) 
Tariff after 
10% Discount 
(inRs) 
During Peak Season (October 2001 to March 2002) 
Single 
Occupancy 
Double 
Occupancy 
Triple 
Occupancy 
3,395 
2,450 
1,995 
1,62,960 
1,17,600 
95,760 
1,46,664 
1,05,840 
86,184 
During Lean Season (September 2001 and April 2002) 
Single 
Occupancy 
Double 
Occupancy 
Triple 
Occupancy 
2,765 
2,065 
1,680 
1,32,720 
99,120 
80,640 
1,19,448 
89,208 
72,576 
Average 
spending per 
tourist 
(inRs) 
78,372 
Source: Compiled form the figures obtained from Rajasthan Tourism Development 
Corporation (RTDC), Jaipur. 
1 US$ = Rs 48 
Single Occupancy - one person in one cabin. 
Double Occupancy - two persons sharing one cabin. 
Triple Occupancy - three persons sharing one cabin. 
Since the package on PoW is on a fixed itinerary of 7 nights/8 days at a 
fixed tariff, there has to be a direct relationship between the tariffs and the 
average spending per tourist, i.e., the average spending per tourist in a 
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particular year must be at least higher than the 'weighted average'* of the 
lowest tariffs during that year. It can be observed from Table 6.7 that the lowest 
tariff (tariff on triple occupancy) for 2001-02 during the peak season was Rs 
95,760 and the lowest tariff (tariff on triple occupancy) during the lean season 
was Rs S0,640. Since the peak season extends for six months and the lean 
season for only two months, the 'weighted average' of the least tariffs for the 
two seasons amounts to Rs 91,980. Comparing this with the average spending 
per tourist of Rs 78,372 for the same year, it can be observed that the 'weighted 
average' of Rs 91,980 is greater than the average spending per tourist, which 
amounts to Rs 78,772. The situation actually should have been the other way 
round. 
Considering the fact that the general sales agents and travel agents are 
being given the commission of 10 percent and also the same 10 percent 
discount is offered to repeat and referred clients, who book their package 
directly with RTDC on published tariffs, it may be assumed that the average 
least tariff can go down. But the average least tariff of Rs 91,980 after 10 
percent discount amounts to Rs 82,782, which is still higher than the average 
spending per tourist. Add to this the average spending per tourist also includes 
the expenses made by tourists on liquor and laundry which are separately 
charged outside the package tariff If the amount incurred on this head (liquor 
and laundry) is excluded the average spending per tourist will go down and will 
further raise the gap in favour of 'weighted average' of least tariffs. This is 
when only the least tariffs are taken into consideration. Consideration of higher 
tariffs will further aggravate the imbalance. 
Peak Season Tariff x 6(months)+Lean Season Tariff x 2(nionths) 
* Weighted Average of Tariff = 
8 (months) 
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There could be two reasons for this discrepancy: 
i) The total number of tourists, which the PoW records claim to be paid 
tourists, actually include some unpaid guests who get to travel free, out 
of favoritism by the officials etc.; or 
ii) There are some financial misappropriations in the PoW project. 
The first reason seems to be more obvious, that too, in the aftermath of 
CBI raids conducted on PoW on September 09, 2001, during its first trip of the 
2001-02 season. During the raids 66 persons out of a total of 99 guests 
traveling on PoW were found to be illegal. The CBI claimed that these illegal 
persons were traveling on fake passes issued by RTDC on the pretext of being 
media persons on familiarity trip." Although the officials at RTDC denied the 
allegations, but the fact that a maximum of only 8 persons are allowed on 
complimentary basis (free of charge) during a particular trip did not favor 
RTDC officials' claims. The Government claimed that such an action could 
have made a loss of Rs 1 crore to the National Exchequer. A commission to 
investigate into the matter was formed but no resuhs have come out yet. 
Whatever may be the findings of the commission; from the observations of 
Table 6.7 it is evident that there are irregularities in the operations of PoW. 
Also it can be seen from Table 6.3 that the number of Indians traveling on PoW 
came down to 84 during 2001-02 season from 200 a year before. This also 
indirectly confirms the CBI's claims. 
In brief PoW is a dream project on iron rails by Indian Railways in 
coordination with RTDC. Intended to take the tourists on a journey into the 
past: where the tourists feel like maharajas for a week long journey through the 
cherished destination with royal backgrounds located in the desert land of 
Rajasthan. rich in their history and culture. The project got implemented with 
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an overwhelming response from the tourists ail over the world. Over the years 
PoW gained remarkable success and attained worldwide acclaim. It carried 
37,571 tourists in 612 trips between January 1982 and April 2003. 
There was an aggressive promotional campaign during the initial years 
of its operations, but lost its enthusiasm over the years. However, its popularity 
has been enhanced by media coverages (both print and visual). Considered as 
one of the ten best luxurious trains in the world, it bagged PATA gold award in 
1987. The market trends of PoW have been changing from the so-called 
traditional market of UK to other countries, most prominent being America. 
Indians are also potential travelers on PoW, particularly if discounted rupee 
fares are offered to them. There is, therefore, need for compressive marketing 
of PoW in these potentially growing markets. 
The increasing interest shown by the Indian tourists for PoW, 
particularly when discounted rupee fares are offered, suggests that more such 
projects on the lines of PoW could be developed on other tourist circuits in the 
country. These may necessarily not be so lavish as PoW to make them 
affordable to domestic tourism market. No doubt, many such projects are in 
progress in different states in India, such as Kamataka, Maharashtra, Kerala 
and Tamil Nadu, where the state tourism corporations have already signed 
Memoranda of Understanding (MoU) with Indian Railways for the joint 
operations of these projects. 
However on the negative side, there have been some discrepancies in the 
operations of PoW as brought out earlier in this chapter and also exposed by 
the CBI. These irregularities have to be properly checked to save the image of 
PoW in the long run. 
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7.1 Conclusions 
The conclusions drawn from the study are framed into three parts: 
7.1.1 Transport and Tourism 
The study concludes that transport is an integral and vital part of the 
total tourism system. Since any activity related to tourism necessarily involves 
the movement of tourists from the tourist-generating markets to tourist 
destination areas, the link between the two is definitely provided by an element 
of transportation. Though factors like social, cultural, and economic etc., have 
played a significant role in the development of tourism, the development of 
means of transportation show a significant influence on its growth throughout 
its history. 
The evolution of different modes of transport has resulted in different 
phases in the history of tourism. The introduction of railways led to 'organised 
travel', the technological strides in water transport eased the movement across 
the oceans, the motorised transport resulted in 'individual travel diffiision' and 
the scheduled air transport lead to 'mass tourism'. 
The modern transport system has evolved into a highly dynamic and 
competitive industry, with one mode competing the other. In reality each mode 
of transport has a competitive edge over the others, in one or the other aspects. 
No mode can be seen in isolation instead these are, most of the time, 
interdependent on one another. Thus all the modes of transport complement 
each other at one or the other stage of the total travel experience of a tourist. 
This phenomenon can be called as 'Transport Mix'. Today the transport 
companies do not only meet the travel requirements of the tourists but also 
provide services of sightseeing, boarding and lodging etc., to make their 
products attractive. The different modes of transport have different 
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characteristic features, which influence the 'travel mode selection' process of 
the tourists. These consumer behavior variables of tourists are, however, also 
influenced by their own demographic profiles. 
7.1.2 Indian Railways and Tourism Promotion 
The inland transport sector in India is represented by all the major 
transportation modes, viz. air, rail, road and water. The inland water transport 
in India is almost non-existent. The scheduled domestic air transport is very 
3 
limited as compared to road and rail transport. The rail and road are the two 
4-
major transportation modes in the country. Road transport is preferred on short 
distances and on short notice travel, due to its flexibility in departures. The rail 
transport, on the other hand, becomes an obvious choice on medium and long 
distances because of convenience, comfort and safety. India being a large sized 
country, the travel between places involves large distances, and hence rail 
7 
transport becomes indispensable. 
With the humble beginning on April 16, 1853 on a 21 mile track 
between Bombay and Thana, Indian Railways today criss-crosses the country; 
carrying more than 13 million passengers daily on about 8,500 passenger trains 
with more than 40,000 coaches along its more than 63,000 km route network, 
connecting more than 7,000 stations. 
There has been a consistent growth in the operations of India Railways 
over the years since independence. It is observed that the passenger movements 
on India Railways increased by about four times from 1951-52 to 2001-02, 
registering an average annual growth rate of 7.76 percent, which is impressive. 
But despite this significant growth there has been a growing criticism of its 
functioning, as over the years it has considerably lost its market share to road 
transport from 68.4 percent in 1950-51 to mere 20.0 percent in 1996-97. These 
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figures are striking and imply that Indian Railways has been unresponsive to 
and uncaring for the customer needs. The organisation has been driven by its 
production orientation and the customer focus has continuously been ignored. 
This has been primarily due to higher burden of social obligation costs for 
which no compensation is given by the government, high political interference 
in its day-to-day operations and the monopolistic attitude of the railway 
management. Above all the uncritical attitude of average rail users, who view 
the services of the railway as neither their right nor their responsibility and take 
whatever is given to them uncritically, has further distanced the railway 
services providers from its users. The inadequacies and inefficiencies of the 
railway services are even more evident while it deals with tourists as 
consumers of its services, despite its huge potential to meet the requirements of 
this market. 
India is a high-potential tourist destination with diversity in culture, 
history, traditions, languages, climate and physiography etc., and Indian 
Railways cuts across all these barriers and reaches out to every nook and comer 
of the country. The advantage of railway in India lies not only in its vast reach, 
but it also has the potential to be promoted as an attraction in itself Its 
enormous heritage in the form of old royal saloons, steam engines, colonial 
railway buildings, tunnels and ghats and rail museums etc., bears an immense 
nostalgic appeal. It has to its credit many hill railways spread in different parts 
of the countr>'. which have hardly any match anywhere in the world. It has also 
introduced some luxury tourist trains, with all the modem facilities, 
representing the aesthetics of the royal backgrounds of the destinations through 
which they pass. 
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The study shows that 48.77 percent of foreign tourists and 30.15 percent 
of domestic tourists prefer to travel by railway in India. The percentage of 
domestic tourists is comparatively low. It is because, a significant portion of 
the domestic tourists are excursionists/day visitors who travel short distances 
for which road transport is preferred because of its flexibility. Even this 
percentage is very significant to attract the attention of the railway policy 
makers towards domestic tourism, as the estimates show that it amounts to 
about 1.2 percent of the 13 million passengers traveling on Indian Railways 
daily. 
The major factors, which influence the choice of foreign tourists in 
selecting a transportation mode in India, are 'time taken for travel', 
•flexibility', 'comfort and safety", 'cost' and 'distance'. The study reveals that 
60.29 percent of foreign tourists prefer train travel in India because of comfort 
and safety, 57.73 percent because of low cost of travel and 55.55 percent prefer 
it because of distance. However, on the other hand, only 38.89 percent prefer it 
because of flexibility (particularly in departures) and only 16.66 percent for 
time taken for travel. The rigidity in departures and the longer travel time 
(often because of delays) have been discouraging factors for foreign tourists to 
choose railway as their mode of travel. 
The study reveals that, ever since the independence of the country in 
1947, and even before that, it was time and again highlighted by various expert 
committees and commissions on tourism, that the railway could play an 
important role in the promotion of tourism in the country. Unfortunately the 
railway authorities never took tourism seriously until 1980s, when after 
realising its enomious potential, the railway authorities contemplated to put 
some efforts in this direction. The efforts so involved were initially focused on 
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the promotion of foreign inbound tourism due to its ability to generate the 
much-needed foreign exchange. Special tourism projects on rails, such as 
'Palace on Wheels' in 1982. 'Royal Orient' in 1994 and 'Fair Queen' in 1997, 
were launched to cater to the high-spending foreign tourists. However, no 
serious attention was given to the existing mail/express trains going towards 
important tourist destinations, which could have catered to the growing 
domestic tourism market. The ever-growing domestic tourism market, 
therefore, remained almost completely neglected over the years. 
Also several schemes and incentives like, 'Indrail Passes', one year 
advanced reservation facilities, separate booking counters at important 
reservation centres, 'foreign tourist quota' on specific trains and GSA facilities 
abroad were offered to foreign tourists. Some schemes; like 'circular journey 
tickets", 'break journey' and 'onward journey' options and provision of special 
coaches/trains for group travel etc.; were extended to domestic tourists. All 
these schemes and incentives are good only as long as these are utilised. But 
except for Indrail Passes, which evoked a good response from foreign tourists, 
all the other incentives and schemes remained largely unutilised in the absence 
of any differentiation made between a tourist and a normal passenger. Also the 
procedures involved to avail these facilities were, and still are, so lengthy and 
cumbersome that the tourists rather prefer to not to avail them. 
There is a dearth of data pertaining to the tourists traveling on Indian 
Railways. Although a little but fragmented and not well-documented data 
pertaining to foreign tourists is available, no data has ever been maintained 
pertaining to the domestic tourists on Indian Railways. Neither has there ever 
been any official study or survey done to estimate the number of domestic 
tourists traveling on Indian Railways. Whatever little data is available about 
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foreign tourists, it shows that majority of those who avail the facility of Indrail 
Passes, buy them from GSAs in their home countries, while the majority of 
those who plan to travel by railways after arriving in India, book point-to-point 
tickets. The study also reveals that the highest numbers of tourists availing the 
facility of Indrail Passes or point-to-point tickets are from UK. However, the 
Germans are the highest average spenders on Indrail Passes with US$ 99.78 per 
person as against US$ 71.26 per person by UK tourists, and between US$ 20 
and US$ 55 per person by tourists from other countries. 
The domestic tourism market has largely remained neglected on Indian 
Railways, despite its enormous potential, particularly in the present difficult 
world scenario, which has made international tourism highly unpredictable. 
The study shows that 30.3 percent of the domestic tourists in the country travel 
for social functions. 13.8 percent for leisure, 10.4 percent for business, 6.9 
percent for religious purposes and the remaining, which mostly include those 
•Visiting Friends and Relatives' (VFR), comprise a sizeable 38.6 percent. 
E.xcept for the up-market business and leisure tourists the railway has been a 
preferred mode for all other categories. 
Lately Indian Railways has been trying to adopt itself to the challenges 
posed by the highly dynamic tourism market. This is evident from the 
establishment of a separate and specialised railway tourism company - IRCTC, 
in May 2001. The main objective of this organisation is to promote rail-based 
tourism in the country, through increased participation from different state 
tourism agencies, private tour operators and travel agents etc. IRCTC offers 
'chartered services' and 'value added tour packages' on different sectors of 
Indian Railways network. It also provides the facility of online ticket bookings. 
To provide branded and hygienic catering services IRCTC has, till March 
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2004. established 27 'Food Plazas' on select railway stations and has planned 
to extend the service to all the 285 stations chosen by it to be developed as 
model stations. It has also planned to set up 100 'budget hotels', in addition to 
manage and operate the existing 'railyatri niwases', to facilitate the tourists on 
budget. 
During the three years of its existence, the performance of IRCTC has 
been commendable. However Indian Railways has given it limited functional 
autonomy with regard to certain operational responsibilities. For example, the 
tariffs offered by IRCTC for different packages are regulated by Indian 
Railways. Such limitations have reduced the role of IRCTC to just an 
intermediary between the private operators and Indian Railways. The 
organisation must therefore be given increased functional and operational 
autonomy to broaden its scope. 
7.1.3 'Palace on Wheels' 
PoW has been by and large a successful specialised tourism project on 
rails by Indian Railways in partnership with RTDC, under a revenue sharing 
agreement in the ratio of 56:44 respectively. The operational responsibilities of 
PoW package carried out by each organisation are clearly defined. The present 
7 nights/8 days itinerary is the best itinerary that could have been designed, 
keeping the basic definition of the project in mind. 
As the project was primarily launched to trap the foreign inbound 
tourism market, particularly that of UK, the initial promotional campaign was 
aggressively done in UK using all the available media resources. Even some 
marketing and advertising companies were hired to do this job. During the very 
first season of its commercial operations, the UK tourists traveled on PoW in 
impressive numbers and were highest from any country. But their numbers 
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showed a drastic decline from the very next season and the trend is continuing 
even today, which implies that the initial aggressive promotion of PoW in UK 
was by and large a failure. 
However, the numbers of tourists traveling on PoW from other 
countries, particularly USA, show a continuous growth over the years, and that 
too in the absence of any specific promotion done in these countries. The 
number of USA tourists even overtook the number of UK tourists on PoW at 
number one position, barely after four seasons of its operations, in 1986-87. 
The decline in UK tourists on PoW is more surprising when their numbers on 
other trains on Indian Railways network are observed. The study reveals that 
their numbers on other normal trains are continuously increasing and also 
occupy the lop positions. This implies that there are some basic reasons as to 
why the number of UK tourists on PoW has declined over the years. However, 
neither RTDC nor Indian Railways has ever tried to study this trend. Also the 
marketing and promotion is not sufficiently done in other countries, which have 
shown increasing interest in this package, even when it is clearly recognised by 
the officials that aggressive marketing in these countries could generate 
additional revenue of Rs 25 crore to Rs 30 crore. 
The overall growth of tourists on PoW has been impressive. The number 
of tourists on PoW grew from 1,056 in 1982-83 to 2,367 in 1999-2000, 
registering an aggregate growth of 124.15 percent. RTDC, however, takes 
occupancy rate as a measure of performance, which is deceptive. The 
occupancy rate directly depends on the total capacity generated during a 
season. Since the total seasonal capacity generated on PoW has never been 
constant, taking occupancy rate as a measure of performance is misleading. 
That is why it is observed during some years, that even when there is a positive 
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growth in the number of tourists on PoW, the occupancy rate has shown a 
decline, which actually should have been the other way round, had the total 
capacity been constant. 
RTDC claims that it reaches 'breakeven' with an average occupancy 
rate of 48 percent and the occupancy rate above 48 percent gives it profit. 
However, neither Indian Railways nor RTDC maintain separate profit/loss 
accounts of PoW, as the expenditures incurred by each of them are mixed with 
other of their respective operations. The total revenues generated on PoW when 
compared with the tariffs on PoW give some striking results. The study shows 
that the weighted average of the least tariffs on PoW is higher than that of 
average revenue generated per tourist, which must actually be on the lower 
side. Also the revenues generated include the extra charges paid by the tourists 
on supplementary services outside the fixed package costs. This is when the 
comparisons are made only with the least tariffs. The consideration of higher 
tariffs will further aggravate the imbalance. This imbalance implies that there 
ha\e been either some irregularities in accounts or some 'tourists' on PoW 
travel free of cost. The later reason seems to be more obvious, which becomes 
even more evident from the report of the CBI raid conducted on PoW in 
September 2001; when it found about 66 out of 90 tourists, who were Indians, 
traveling free on fake identities. During the same season the number of Indian 
tourists declined drastically to just 84 from 200 a year before. This also 
supports the argument. 
However, the increase in Indian tourists to 225 in 2002-03 was in 
response to the discounted rupee tariffs extended to Indian tourists as a result of 
decline in overall foreign tourist arrivals in India. This response to decrease in 
tariffs and that too in rupee terms shows that the normal dollar tariffs on PoW 
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are usually very expensive for Indians. No doubt, it is not possible for PoW to 
break even if the tariffs are permanently discounted. However it implies that if 
low tariff versions of PoW are introduced on various sectors of Indian 
Railways network they will evoke a good response from the domestic tourism 
market. 
7.2 Suggestions 
Indian Railways needs to introspect into its system and change its 
approaches and attitudes to meet the ever-growing competition from other 
modes, particularly from road transport. To meet the requirements of growing 
tourism market it will have to shed its inward looking and production oriented 
attitude and focus on the market place and on the customer. It must capitalise 
on its strengths and explore new opportunities to overcome its weaknesses and 
to face the challenges and threats posed by other competitive modes. Here it 
becomes imperative to find out the possible ways and means to improve the 
market oriented operations, where the tourist as consumer gets precedence. The 
railways' tourism policy makers, industry and trade partners and other related 
agencies and institutions will have to come forward and strive hard to improve 
tourism related perfonnance and competitiveness of Indian Railways. Based on 
the findings of the study and the conclusions drawn there from, some 
suggestions are proposed as outlined below: 
7.2.1 Suggestions for Promotion of Rail-Based Tourism 
a) Develop a Strong Rail-Tourism Policy 
While Indian Railways is now all set to promote rail-based tourism in the 
country, a strong rail tourism policy is needed, which must be developed under 
the overall policy framework of Indian Railways and in consonance with the 
National Tourism Policy of India. However, for any policy or plan to be 
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successful, an organisation must know, beforehand, answers to some basic 
questions about the consumers of its services/products, such as who they are? 
where they are? how many of them are there? what are their needs and wants? 
how to reach them? etc. To answer ail these questions, singling out the 
consumer called 'tourist' from the wider set of consumers called 'travelers' 
with whom they are tangled becomes all the more important. Unfortunately 
Indian Railways has till now made no distinction between a tourist and a 
normal traveler. This non-distinction has resulted in poor or non-utilisation of 
schemes and incentives, if any, promoted for attracting tourists. To develop a 
strong rail-tourism policy, Indian Railways, therefore, must separate the 
tourists from the existing and possible sets of other travelers in order to 
determine their actual size and to find out the answers to each of these 
questions. The findings will, on the one hand, become basis for drawing 
objectives for such a policy and, on the other hand, will facilitate as a yardstick 
for the measurement of intended results and unintended consequences of such 
policy measures. 
b) Make Provisions for Separate Tourist Class (TC) Coaches 
Indian Railways at present has three class categorisation of its coaches, 
i) Air Conditioned (AC) Class, which includes lAC, 2AC, SAC and AC Chair 
Car; ii) Non-Air Conditioned Class or II Class and, iii) General (unreserved) 
Class. The lAC Class and 2AC Class generally remain empty in all seasons, 
except for few peak summer months because of their very high fares, and are 
accessible only to a small section of high-income travelers and tourists. 
However the 64-berth 3-tier AC sleeper coaches are doing well with upper-
middle and also up-market tourists. The railway might consider introducing 64-
berth 3-tier non-AC sleeper coaches, which can easily be done by not fixing 
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AC units, sunglasses and curtains in the existing SAC class coaches. 
Comparatively low fare charged then will make them accessible to lower-
middle and middle class tourists who constitute the bulk of domestic tourism 
market in the country. These 3AC and 3 non-AC coaches may then be called as 
'Tourist Class' (TC) coaches and can be made popular by attaching them to 
normal mail/express trains going towards important tourist destinations. A 
mechanism should also be drawn through which only those who travel for 
tourism purposes are allowed to reserve seats on these tourist specific coaches. 
c) Promote Domestic Tourism 
Whatever little efforts have been made by Indian Railways to promote 
tourism, these have been mainly focused on foreign inbound tourists. As a 
result some luxurious projects on wheels have been introduced, which remain 
out of the reach of the domestic tourists' pocket. In the present difficult world 
scenario, where international tourism has become highly unpredictable, the 
promotion of domestic tourism becomes the obvious choice. The Indian 
domestic tourism market is growing at a higher rate than ever before. Indian 
Railways should make efforts to trap the potential of this segment, through 
promoting budget/low-priced packages on the lines of PoW, which will be 
highly rewarding for Indian Railways. Also the effective implementation of 
already designed itineraries on different sectors of Indian Railways network 
will give a new dimension to tourism in the country. 
d) Activate Tourism Cells in Zonal Railways 
Indian Railways has a tourism cell at almost all zonal headquarters to 
help tourists, both international and domestic, to avail all the facilities available 
for them on its network. But these have largely been ineffective in their 
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operations. These tourist cells must be activated to fulfill the purpose with 
which these have been established. 
e) Make IRCTC Autonomous in its Operations 
IRCTC has been established as a specialised rail tourism company to 
meet the requirements of both foreign as well as domestic tourists. However its 
role has been reduced to just an intermediary due to increased interference by 
Indian Railways in its operations. While it develops the packages, Indian 
Railways quotes the fares, which are most of the times against its market 
interests. IRCTC must be given full autonomy in its operations to effectively 
promote rail-based tourism in the country. 
f) Make Online Rail Reservation Effective 
IRCTC has introduced online rail reservation facility. But the special 
facilities for tourists such as 'foreign tourist quota', 'circular tours', reservation 
for Indrail Passes etc., are not available online. These facilities shall be made 
available online so that the tourists do not face any problems while booking 
their seats/berths online. 
g) Simplify System for Availing Special Schemes/Incentives Available to 
Tourists 
Although different schemes and incentives have been made available to 
tourists, but the system for availing them is so cumbersome and tedious that 
many a times tourists rather prefer to not to avail them. The procedures for 
availing these facilities must be made user friendly so that these are effectively 
utilised. 
h) Promote Railway Heritage as Tourism Product 
Indian Railways has immense heritage potential accumulated through 
150 years of its service to the nation. These heritage structures and items can be 
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promoted as potential attractions for tiie tourists in general and rail enthusiasts 
in particular. 
i) Activate International Tonrist Bureaus 
Indian Railways has established international tourist bureaus at 
important international entry points, major railway stations and tourist 
destinations for providing information and rail reservation facilities to 
international tourists. Except a few, these have by and large remained 
ineffective in their operations. These international tourist bureaus should be 
activated and made effective to meet the requirements of the international 
tourists seeking to travel on Indian Railways. 
j) Introduce Exotic Coaches 
Indian Railways should also contemplate to introduce specially designed 
exotic tourist coaches in identified tourist circuits, on the pattern of other 
railway systems of the world, with open-view glass roofs, large windows, 
coaches with balconies, dining and lounge cars and other entertainment 
facilities. 
k) Use Rajdhani and Shatabdi Trains to Promote Tourism 
Indian Railways introduced two premier class trains named Rajdhani 
and Shatabdi, with a view to provide fast movement to people. These were 
later marketed to promote rail-based tourism. Unfortunately, with time, these 
became politicised and bureaucratised as a common means of transport for the 
politicians and bureaucrats. The need of the hour is to actively promote these 
trains on tourist routes, rather than to the hometowns of politicians and 
bureaucrats where, for most of the time, they run on losses. 
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1) Encourage Private Participations 
The railway must envisage a private sector driven approach. The 
services on board the trains, and the ground arrangements at stations should be 
given to the private participants to increase quality and efficiency in their 
operations. The sustained and sincere efforts in this direction would yield better 
results. The active involvement of travel agents, tour operators, state tourism 
corporations and other related agencies would surely boost rail tourism in the 
country. 
m) Work for Healthy, Clean and Hygienic Environs 
Indian Railways has an image problem as being unclean, dirty and 
uncomfortable. The need of the hour is to actively build the image of the 
railway, through working for the clean and hygienic environs in and around the 
railway stations and also on board the trains. IRCTC is no doubt working on to 
develop 285 of the 7,000 railway stations, on its network, as model stations. 
But it will need long-standing and sustained efforts to bring majority of the 
stations under this banner. 
n) Aggressive Promotion and Marketing 
Indian Railways has dual advantage in promoting tourism, one - as a 
widespread transport network in the country, and two - as having a variety of 
tourist products available on its tracks, broadly in the form of railway heritage, 
steam engines and hill railways etc. To attract an increased attention towards 
these products, the railway needs to undertake massive and aggressive 
marketing and promotional campaigns both in international and domestic 
tourism markets. 
206 
o) Coordinate with Other Relevant Agencies 
The tourism in India is a state subject; hence any activity related to it, by 
Indian Railways, cannot be taken in isolation. It has to therefore coordinate 
with relevant tourism agencies at state levels, both in public as well as private 
sector, to get its policies effectively implemented. 
Indian Railways must also focus on the seven key areas as identified by 
National Tourism Policy of the Government of India, released in May 2002, 
viz. Swagat (welcome), Soochna (information), Suvidha (facilities), Suraksha 
(security), Sahyog (cooperation), Samrachna (infrastructure) and Safai 
(cleanliness), as a thrust to tourism development. The concerted efforts towards 
all these key areas will in the long run benefit Indian Railways in general and 
its rail-tourism efforts in particular. 
7.2.2 Suggestions for PoW 
PoW has by and large been successful in achieving the objectives with 
which it was launched, and at the same time in meeting the expectations of 
those it was targeted at. However, to improve its efficiency few suggestions, 
are made hereunder: 
a) Promote PoW in Non-Traditional and Growing Tourist Markets 
PoW. which has mostly been promoted and marked in UK, needs to be 
promoted in other countries from where the tourists have shown an increased 
interest in its package. It becomes more important as the numbers of tourists 
from the traditional market of UK have continuously been dwindling to 
unexpectedly low levels. Therefore, a strong and aggressive marketing of PoW 
should be undertaken in non-traditional markets to make tourists there familiar 
with PoW. The first step in this direction could be to strengthen the GSAs in 
these countries. Also there is a need to study the UK tourists to know reasons 
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as to why their numbers have continuously been declining, despite the huge 
promotional campaign done in that country, when their number is increasing on 
other normal trains on Indian Railways. 
b) Separate PoW Accounts from Accounts of Other Operations 
Both RTDC and Indian Railways mix the financial matters of PoW with 
that of their other operations. This makes it difficult to study the financial 
performance of PoW. The financial details of PoW with regard to its 
expenditures, revenues and profit/loss accounts should be separated from those 
of other operations. This will help both insiders and outsiders to study the 
performance of the PoW project. 
c) Introduce Economy Version of PoW 
The discounted rupee tariff on PoW for domestic tourists in 2002-03 
evoked an overwhelming response. The response of domestic tourists to these 
low tariffs implies that the Indian tourists are ready to experience the thrill of 
journey on rails in the manner PoW provides it, but high tariff becomes the 
limiting constraint. Though, it is not possible to regularly extend the discounted 
tariffs on PoW and at the same time run it on profit, it is suggested that an 
economy version of PoW, is introduced to trap the potential of growing 
domestic tourism market. The new train could be made economical by cutting 
cost on luxurious furnishings and lavish facilities as existing on PoW. The 
economy version will expectedly run on full occupancy and will be free from 
international disturbances that hinder the inflow of foreign tourists. 
d) Appoint GSAs within India 
The up-market Indian tourists have continuously shown a significant 
response to the package on PoW. To attract more of this category the effective 
sales promotion of PoW within the country is required. The need is to appoint 
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GSAs in major cities witiiin tiie country to enhance the sale of tickets. This will 
in turn help PoW to generate additional revenue. 
e) Check Irregularities to Save the Image of PoW 
The PoW for last few years has become notorious for the fact that most 
of the Indian travelers on it travel free of cost under official patronage. The 
reports of the CBI raid, which revealed this, have negatively hit the image of 
PoW. It is, no doubt now almost certain that such irregularities usually happen 
on PoW. The management of PoW needs to check this menace to save its 
image, which otherwise will have a negative impact on its credibility in the 
long run. 
7.2.3 Suggestions for Improving Performance of Indian Railways in 
General 
To improve its performance in general, and to supplement its efforts to 
promote rail-based tourism in the country in particular, Indian Railways must 
shed its inflexible and rigid structure to adapt to the fast going changes in the 
external environment. To achieve this it must, at the same time, abandon its 
inward looking bureaucratic attitude and focus on the marketplace and the 
customer. The organisation must reform itself to function as a market driven 
enterprise focused on its core competencies. It should introduce market 
orientation as a function at different levels of its organisation and devise 
strategies and reorient its operations so that market forces lead the organisation. 
This will increase its efficiency to meet consumer requirements and at the same 
time the challenges from other modes of transport. 
Indian Railways has done a commendable job in the up-gradation and 
electrification of its tracks. However, it has failed to introduce more recent 
technology to modernise its coaching stock. Steps must therefore be taken to 
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induct appropriate technology to improve reliability and quality of services 
offered. 
The fact that almost all the trains in the country are overbooked and 
heavily waitlisted throughout the year implies a crying need for increase in 
capacity generation to stabilise the heavy demand to retain the market share. 
The railway must think to leverage on non-traditional areas of resource 
mobilisation, such as surplus land, idle space in and above operational 
buildings etc., which can supplement its efforts to improve financial viability in 
meeting the much needed modernisation, expansion and capacity generation. 
To yield better dividends in terms of pricing advantages, better 
definition of services and bringing about an optimal mix of public-private 
participation, in line with their respective competencies, it must separate 
infrastructure from its operations. 
In order to survive in the marketplace and to be able to face competition 
from other modes of transport Indian Railways must encourage changes in soft 
areas like, staff and managerial attitudes, customer relations, service quality 
etc. A proper and formal management training of all the staffs who are in direct 
contact with the customer is necessary to ensure the better quality of services. 
There has to be a change in attitudes both among the railway men and 
consumers of railway services. While the attitudes of railway men will have to 
change from inward-looking, production oriented to forward-looking and 
customer oriented attitude, the consumers must view the quality of rail services 
as their legitimate right as they pay for them, and not take uncritically whatever 
is given to them. This attitudinal change can be brought about by confidence 
building through information sharing and increased care taken of customer 
needs and wants. 
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With the growing quality consciousness, in the wake of improved 
economic conditions, the consumer wants reliable and high quality services and 
is willing to pay for them. These customers who are commercially beneficial 
for the railway are quick to switch over to other competitive modes, which give 
them value for money. Indian Railways has to become more customer oriented 
to retain this commercially beneficial segment of traveling population. 
Indian Railways must work for defining a new relationship with the 
government, where the government has least or no interference in the day-to-
day operations of Indian Railways. The state will have, no doubt, to play a 
crucial role as a regulator, but the management must be given full operational 
autonomy. The improvements in the railway's efficiency and productivity, 
therefore, lie in the organisation distancing itself from government and 
realising that it is not in the railway business but in the business of 
transportation. 
Last but not the least, Indian Railways will have to find ways to work in 
partnership with private enterprises to run operations in a manner which 
reduces the gap between what the railway offers and what actually the 
consumer wants. The private participation will bring in specialised 
management capabilities and additional capital resources that are essential 
inputs to create an innovative and flexible organisation. 
Many of the suggestions made above have for long been overdue. 
Therefore, it is essential on the part of railway authorities, policy makers and 
stakeholders in the promotion of rail tourism to go for these reforms and policy 
changes to rectify the weaknesses and to capitalise on the strengths of Indian 
Railways to explore the potential of rail-based tourism in the country. If these 
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suggestions are implemented properly by these relevant agencies they will lead 
Indian Railways to go a long way in yielding much better results in the future. 
7.3 Directions for Further Research 
The research work undertaken through this study hints that certain areas 
of rail-based tourism in India need extensive research both at organisational as 
well as academic levels. However, some aspects covered under the study can 
more efficiently be studied at organisational level, which need extensive, long-
time study and may involve considerable financial resources, owing to the 
diversified and vast network of Indian Railways. It is therefore, in the fitness of 
things that certain guidelines be proposed for further research work. 
1) There is a need for comprehensive and continuous long-time study with 
regard to the trends in tourist (domestic and foreign) movement on 
Indian Railways, their profile and their needs and preferences. The study 
could be done at organisational level. Regarding the international 
tourists it may also be feasible to study the tourists from such countries 
like America, Canada, France, Germany, Australia, Japan, Sri Lanka, 
UAE, Bangladesh etc., who show greater interest in rail travel in India. 
2) The 'internal' and 'competitive' benchmarking studies may be 
conducted, which will help in understanding the strengths and 
weaknesses of, and opportunities and threats to Indian Railways in 
comparison to other available modes of transport within the country. 
3) It is evident from the present study that poor design and development, 
and improper implementation of schemes and incentives extended to 
tourists are major reasons for the poor performance of rail-based tourism 
in the country. Hence a full study in the area of design and development 
of rail-tourism products is desirable. 
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4) Over the years many agencies have been established and appointed by 
Indian Railways both within and outside its system, for promoting rail-
based tourism, such as 'International Tourist Bureaus', 'General Sales 
Agents', 'Special Tourist Cells' in zonal railways and more recently the 
'Indian Railway Catering and Tourism Corporation'. These are engaged 
in providing assistance to the tourists in many aspects such as 
information and reservations etc. A thorough study on the role and 
functioning of these organisations should be undertaken to evaluate their 
performance and know their strengths and weaknesses in promoting rail-
based tourism in the country. 
APPENDICES 
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Appendix-I 
Itineraries for All-inclusive Package Tours, Developed by 
Directorate of Tourism, Ministry of Railways in 1990. 
S.No 
1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 
12. 
13. 
14. 
15. 
16. 
17. 
18. 
19. 
Tour Name 
Pilgrim's Progress 
Mystical Experience 
In Buddha's Footsteps 
Dandi March 
Sabarmati Revisited 
Shrine and Sarover 
Mahabarat Revisited 
Silk Route 
Peace March 
Rural Sojourn 
Rhino Walk 
Black Buck Bonanza 
Tiger trail 
The Capital Experience 
Jim Corbett Trail 
Across the Godavari 
Medieval City Tour 
Wildlife Safari 
Harbor Picnic 
• 
• 
' 
• 
• 
* 
• 
Routing 
Delhi-Jammu-Vaishnodevi-Delhi. 
Madras-Tirupati-Madras. 
Culcutta-Gaya-Rajgir-Nalanda-
Culcutta. 
B ombay-Ubharat-Dandi-B ombay. 
Bombay-Ahmedabad-Bombay. 
Delhi-Ajmer-Delhi. 
Delhi-Kurukhshetra-Kamal-Delhi. 
Madras-Kanchipuram-Madras. 
Calcutta-Shantiniketan-Calcutta. 
Patna-Champaran-Patna 
Culcutta-Kaziranga-Calcutta. 
Madras-Point Calimere-Madras. 
Delhi-Alwar-Sariska-Delhi. 
Delhi-Candigar-Delhi. 
Delhi-Bareilly-Delhi. 
Hyderabad - Vijayawada-Hyderabad. 
Delhi-Gwalior-Orcha-Delhi. 
Naglpur-Kanha-Nagpur. 
Calcutta-Diamond Harbour-Calcutta. 
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20. 
21. 
22. 
23. 
24. 
25. 
26. 
27. 
28. 
29. 
30. 
31. 
32. 
33. 
34. 
35. 
36. 
37. 
38. 
Hill Queen 
Temple & Tiger Trek 
Kumaon Special 
Sculpted Splendor 
Epics in Stone 
Bird Song Tour 
Minarets Mosques 
Four Gateways 
Pink Rhapsody 
Green Foliage Excursion 
The Quiet Retreat 
Decean Experience 
Mountain Mystique 
Emerald Waters 
Shimmering Sands 
Mystical Paradise 
Desert Dreamscape 
Dazzling Dakshin 
Southern Safari 
1 
* 
• 
• 
• 
• 
• 
* 
' 
' 
' 
" 
• 
Chandigarh-Shimla-Chandigar. 
Delhi-Rashikesh-Chilla-Nikanth-
Delhi. 
Delhi-Nainital-Delhi. 
Banglore-Mysore-Hassan-Halebid-
Banglore. 
Delhi-Jodhpur-Delhi. 
Delhi-Bharatpur-Delhi. 
Delhi-Lucknow-Delhi. 
Delhi-Bhopal-Delhi. 
Delhi-Jaipur-Delhi. 
Bombay-Matheran-Bombay. 
Bombay-Lonavala-Bombay. 
Bombay-Pune-Bombay. 
Banglore-Ooty-Bonglore. 
Banglore-Cochin-Banglore. 
Banglore-Goa-Banglore. 
Banglore-Tirupati-Banglore. 
Jodhpur-Jaisalmer-Jodhpur. 
Hyderabad-Banglore-Mysore-
Hyderabad. 
Hyderabad-Madras-Hyderabad. 
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Appendix-II 
Eligibility Criteria for Private Catering Agencies 
on Indian Railways 
To establish any type of catering unit or provide on board catering services on 
the Indian Railways the private agencies shall meet the following criteria: 
1. Must be incorporated in India for catering business. 
2. Shall have adequate infrastructure for production and distribution of 
catering services. 
3. Geographic area of operation of the existing business-specific location 
of production and sales to be indicated. 
4. Must have minimum five years of experience of catering business at 
railway stations or mobile pantry cars on railways, on airlines catering, 
In large hotels, in large food chains or in industrial catering in organised 
sector. 
5. In case of international food chains, their duly authorised 
franchisee/licensee in India can apply if their principals fulfill the above 
general criteria. 
6. In case of hotel/food chains, membership of associations affiliated to 
apex bodies like Hotel Association of India (HAI)/Federation of Hotel 
and Restaurant Associations of India (FHRAI) is desirable. 
7. In addition, the organisation must have strict quality control mechanism 
with mandatory external food quality and hygiene audit comparable with 
Hazard Analysis Critical Control Points (HACCP) or equivalent Good 
Industry Practice (GIP). 
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Eligibility Requirements for Specific Projects 
A). For Rajdhani / Shadabdi Express Trains 
(i) Must have a minimum turnover from catering business of Rs 5.0 crore 
per annum in last two completed financial years, 
(ii) Must have a net worth (equity capital + free reserves) of at least Rs 1.0 
crore per annum, 
(iii) Must have at least 10 personnel on permanent rolls holding professional 
qualifications and training in Hotel Management/Catering from reputed 
institutes, 
(iv) Must enclose Demand Draft/Banker's Cheque of Rs 3,00,000 (Rupees 
three lakh) in favour of IRCTC, payable at New Delhi, with the 
application form. 
B). For MailTExpress Trains 
(i) Must have minimum turnover from catering business of Rs 3 crore per 
annum in last two completed financial years, 
(ii) Must have (equity capital + free reserves) of at least Rs 60 lakh per 
annum, 
(iii) Must have at least 10 personnel on permanent rolls holding professional 
qualifications and training in Hotel Management/Catering from reputed 
institutes, 
(iv) Must enclose a Demand Draft/Banker's Cheque of Rs 2,00,000 (Rupees 
two lakh) in favour of IRCTC, payable at New Delhi, with the 
application. 
C) For Food Plaza 
(i) Must have a minimum turnover from catering/F&B business of Rs 10 
crore per annum (for cities like Mumbai, Delhi, Chennai), Rs 3 crore per 
annum (for cities like Banglore, Hyderabad, Pune, Ahmedabad, Kolkata, 
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including suburban stations of Delhi, Mumbai & Chennai area) and Rs 1 
crore per annum (for all other cities) in last two financial year, 
(ii) Must have at least 20 personnel on permanent rolls holding professional 
qualifications and training in Hotel Management/Catering from reputed 
institutes, 
(iii) Must enclose a Demand Draft/Banker's Cheque of Rs 5,00,000 (Rupees 
five lakh) for locations in Mumbai, Delhi and Chennai and Rs 1,00,000 
(Rupees one lakh) for all other locations including the suburban stations 
of Delhi, Mumbai and Chennai area, in favour of IRCTC, payable at 
New Delhi, along with the application. 
D) For Refreshment Rooms 
(i) Must have minimum turnover from catering business of Rs 1 crore per 
annum in last two completed financial year, 
(ii) Must have a net worth (equity capital + free reserves) of at least Rs 1 
crore per annum in last two completed financial years, 
(iii) Must have at least five personnel on permanent rolls holding 
professional qualifications and training in Hotel Management/Catering 
from reputed institutes, 
(iv) Must enclose a Demand Draft/Banker's Cheque of Rs 1,00,000 (Rupees 
one lakh) in favour of IRCTC, payable at New Delhi, with the 
application. 
Documents to be Submitted With the Application 
(i) Document in support of turnover and network duly certified by 
chartered accountant, published account or annual report, 
(ii) Document in support of experience and other organisational details, 
(iii) Valid Income Tax Clearance Certificate, 
(iv) C.V. of the qualified personnel 
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Appendix-III 
Important Specimens on Display at NRM 
Name 
Ramgoty (steam) 
B-26 (steam) 
Prince of Wales Saloon 
E-207 (steam) 
Breakdown Crane (hand-
operated) 
Gaekwar of Baroda's 
Saloon 
FMA-37302 (steam) 
B-777 (steam) 
Vice-regal Dining Car 
ERC-4910 Saloon 
A-48 (steam) 
F-734 (steam) 
A-885 Hassang (steam) 
Mysore Maharaja's Saloon 
Decauville (steam) 
ST-707 (steam) 
Phoenix (steam) 
Patiala State Monorail Train 
Built Year 
1862 
1870 
1875 
1878 
1883 
1886 
1888 
1889 
1889 
1890 rebuilt 
1905 
1891 
1895 
1897 
1899 
1902 
1904 
1907 
1907" 
Parent Railway 
EIR. 
Oudh & Rohilkund Railway. 
Rajputana Malwa & later BB&CI 
Railway. 
Rajputara Malwa later Jodhpur 
Railway. 
BB&CI Railway. 
Gaekwar of Baroda State Railway 
and BB&CI. 
Southern Maharatta Railway. 
DHR. 
BB&CI Railway. 
Oudh & Rohilkund Railway. 
Nizam's Guaranteed State Railway. 
Rajputana Malwa Railway. 
Ledo Coal Mines Assam later Coal 
India Ltd. 
Mysore State Railway. 
Decauville Railway on North West 
Frontier. 
North Western Railway. 
EIR. 
Patiala State Monorail Trainways 
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(2 units) 
EM 922 (steam) 
MLR 738 (steam) 
IIG/C 1598 (steam) 
MTR-2 (steam) 
Fire Engine (Road) 
Saloon (MSM-15) 
Nilgiri Coach 
Steam Locomotive (X-
37385) 
Steam Locomotive (P-
31652) 
Steam Locomotive (M2-
162) 
Crane Tank 
Steam Locomotive (WT-
594) 
Steam Locomotive 
(Sentinel) 
Steam Locomotive (CS-
775) 
Electric Locomotive (Sir 
Leslie Wilson) 
Steam Locomotive (XG/M-
911) J 
1907 
1907 
1909 
1910 
1914 
1914 
1914 
1920 
1922-23 
1923/24 
1923 
1925 
1926 
1927 
1928 
1928 
(PSMT). 
GIPR 
Mathcran Light Railway. 
North Western Railway. 
Karachi Port Trust, Marala Timber 
Depot, Dhilwan Creosoting Plant, 
North Western Railway, Northern 
Rialway. 
Nizam's State Railway. 
MSM Railway, later South Central 
Railway. 
Nilgiri Mountain Railway, South 
Indian Railway. 
South Indian Railway and Southern 
Railway. 
Rajputana Malwa Railway. 
BB&CI Railway. 
GIPR. 
Gaekwar's Baroda State Railway, 
Western Railway. 
PWD Punjab, later Northern 
Railway. 
East Indian Railway, Eastern 
Railway. 
GIPR, Central Railway. 
North Western Railway. 
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Steam Locomotive (RD-
688) 
Steam Locomotive (Sentinel 
BDR-8) 
Sheep Van 
Steam Locomotive (Garrett) 
Simla Rail Car (inspection 
car) 
Matheran Rail Car (No.899) 
Simla Rail car (No. 14) 
Steam Locomotive (ZF-
107) 
Steam Locomotive (YB/2-
249) 
Steam Locomotive (XT/1-
36863) 
Steam Locomotive (11 -PT) 
Steam Locomotive (TJ-643) 
Steam Locomotive (WL-
15005) 
Steam Locomotive (22907-
AWE) 
Steam Locomotive (WP-
7200) 
Steam Locomotige (31412-
HP) 
Diesel Locomotive (Fowler-
1004) 
Steam Locomotive (HPS2-
24467) 
1929 
1929 
1929 
1930 
1931 
1932 
1933 
1934 
1935 
1935 
1936 
1942 
1955 
1943 
1947 
1948 
1949 
1950 
Bengal Nagpur Railway, South 
Eastern Railway. 
Bankura Damodar River Light 
Railway. 
East Indian Railway and later Eastern 
Railway. 
Bengal Nagpur Railway. 
Kalka Simla Railway. 
Neral Matheran Railawy. 
North Western Railway, later 
Northern Railway. 
North Western Railway, later Eastern 
Punjab Railway. 
Bengal North Western Railway, 
Oudh & Tirhut Railway. 
EIR. 
South Indian Railway. 
Jaipur State Railway. 
Southern Railway, Northern 
Railway. 
GIPR. 
GIPR and Central Railway. 
Jodhpur Railway and Northern 
Railway. 
Saurashtra Railway and Western 
Railway. 
EIR, Northern Railway. 
Source: National Rail Museum (NRM). New Delhi. 
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Appendix-IV 
Historical Background of the Selected Coaches/Saloons for the Old 
'Palace on Wheels', their Interior Plan and Berth Capacity 
S.No. Historical Background of 
Coach/Saloons 
Interior Plan Berth 
Capacity 
CT-2: This coach was built for Maharaja 
of Jaipur in 1936 at Ajmer workshop. It 
was built with verandas on both sides. 
The exterior was painted in white colour 
with purple brown lines at windowsills 
and flower motifs at the vanranda sides. 
L+T+T+C+C+ 
C+P 
8 berth 
CT-7: This coach was built in 1911 at 
Ajmer workshop for the Vice-regal train. 
It was also used by Maharajas of 
Rajputana and later by Government of 
India dignitaries. 
P+L+C+T+ 
T+C+4B 
8 berth 
CT-9S: Built in 1922 for the use of 
Maharaja of Nawangar at the Bhavanagar 
workshop. It was popularly known as 
Nawanagar Saloon and used by the 
famous cricketer Ranaji. The underframe 
of the coach was built by Stableford & 
Co. of Coalville in 1921. The ceiling of 
the saloon is ornamental and the side 
panels are of Burma-teak. 
P+C+C+T+ 
L+T+ C+C 
8 berth 
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CT-17: Popularly called as Viceroy's 
Carriage, was used by Maharajas of 
Rajputana and Government of India 
dignitaries. It was manufactured in 1913. 
It was painted white in the same pattern 
as of the other coaches of the Vice-regal 
train. 
P+C+C+C+C+ 
+T+T+L 
8 berth 
CT-31R: This carriage was built in 1931 
for the Maharana of Udaipur and his state 
officers. It was originally built with 
veranda on one side but with the 
renovation in 1981, the veranda portion 
was merged into the main carriage body. 
P+C+C+C+ 
T+T+L 
8 berth 
CT-34755: It owes its origin in the year 
1929 and was used by the Maharaja of 
Bhavanagar. This carriage had a verenda 
on the side, which is still intact with solid 
brass pillars. This carriage also shows the 
typical Saurashtra pattern of side panels 
and beautiful metallic ceiling. 
P+C+C+C+C+ 
T+T+P 
8 berth 
CT-34756: Built in 1917 for Nizam's 
State Railway and was used by Nizam of 
Hyderabad and his state's high 
dignitaries. 
L+C+C+C+ 
C+T+T+P 
8 berth 
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9. 
CT-814: This coach was built in 1907 at 
Bhavanagar workshop for the use of the 
Maharaja of Bhavanagar state and its top 
officials. This coach has beautiful 
ornamented ceiling and teak-body panels. 
CT-3: This was the oldest carriage on 
'Palace on Wheels'. It was built in 1898 
and was used by Maharaja of Bikaner and 
his dignitaries. 
L+T+C+C+ 
C+P 
6 berths 
4B+C+C+T 
+T+L+P 
8 berth 
10. CT-10: This carriage was built in 1923 
for Bikaner State Railway at Jodhopur 
workshop. It was used by Maharaja of 
Bikaner and his state's high dignitaries. 
4B+C+T+T 
+L+P 
6 berth 
11. 
12. 
CT-20: This carriage was built in 1930 at 
Ajmer workshop. It was utilised by the 
Maharaja of Rajputana and the high 
dignitaries of the Government of India. In 
its original form, this carriage was filled 
with 4 wheels shefield bogies from M/S 
Kamani Engineering Company of 
Bombay. There were no major changes 
made during the renovation work except 
that its length was increased by 2 ft and 
six inches on the main bedroom side. 
4B+C+C+T 
+T+L+P 
CT-43: This carriage was built in 1937 at P+T+T+C+ 
8 berth 
8 berth 
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Jodhpur Workshop for the use of 
Maharaja of Jodhpur and top officials of 
the state. 
C+C+C+L 
13. CT-744: Built as two-six wheeled bogies 
in 1910, and was used by Maharaja of 
Rahputana and high dignitaries of 
Government of India. The underframe 
and the bogies of this carriage were built 
by M/S Stable Ford of UK, and later on 
six-wheeled bogies were replaced with 
four-wheeled bogies. 
4B+T+T+ 
C+L+P 
6 berth 
14. CT-16J-. This coach was built in 1910. It 
was used by Maharaja of Jaipur and his 
officers. In 1964, the coach met with a 
fire accident necessitating extensive 
rebuilding work at Amber Workshop. 
Prior to world war second the exterior of 
this coach was painted in white colour 
with purple brown bold lines near 
windowsills. A beautiful flower motif 
used to welcome the occupants near the 
veranda. The same pattern of the exterior 
painting style has been adopted for the 
new broad gauge 'Palaces on Wheels', 
which replaced the old narrow gauge 
L+T+Bar+ 
Electric cabin 
225 
'Palace on Wheels' in 1994. The 
underframe of this coach was built by 
M/S Hurt Nelson Company of 
Motherwell, UK and the bogies by M/S 
Shefield Twin Barrow, UK. 
15. CD-33065: This is a boat-shaped carriage 
with excellent woodwork inside. It was 
made for the use of Maharana of Udaipur 
(Mewar). It was converted into a 
restaurant annexe for the use in "Palace 
on Wheels'. The restaurant coach has a 
capacity for 20 persons. Furniture 
provided in it can be folded to convert 
this car into a discotheque. It is equipped 
with disco lighting and music 
arrangements. 
Source: "Palace on Wheels', RTDC, Jaipur Rajasthan. 
Leger 
L 
C 
B 
T 
P 
ids used: 
: Lounge 
Two berth coupe 
: Four berth compartment 
: Toilet 
: Pantry 
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Appendix-V 
7night/8days Itinerary of Old 'Palace on Wheels' 
from 1981-82-1990-91 
Day 1 - Delhi 
19:00 hrs Reporting at Delhi Cantonment Railway 
Station for boarding PoW. 
20:30 hrs Dinner on board PoW at Delhi Cant. 
22:45 hrs PoW departs for Jaipur. 
Days 2 - Jaipur 
Breakfast on board. 
08:10 hrs Arrival at Jaipur. 
08:30 hrs Departure by luxury bus for sightseeing of 
Jaipur city. 
12:45 hrs Lunch at Ranthambore Palace Hotel. 
14:45 hrs Departure for Amber Fort. 
17:30 hrs Departure for Nahargarh Fort/Hotel 
Mansing/Hotel Jaipur Ashok. 
18:30 hrs Tea, dinner followed by cultural show. 
20:00 hrs Departure for railway station to board PoW. 
21:45 hrs PoW departs for Chittorgarh. 
Days 3 - Chuttorgarh/Udaipur 
Breakfast on board. 
07:30 hrs Arrival at Chittorgarh. 
07:45 hrs Departure for Chittorgarh Fort. 
09:30 hrs Departure for Udaipur by PoW. 
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13:30 hrs Arrival at Udaipur. 
13:50 hrs Departure by luxury bus for Lake Palace Hotel 
and boat ride. 
14:15 hrs Lunch at Lake Palace Hotel, After lunch 
departure for sightseeing, (if the group strength 
exceeds 50, the sightseeing is divided into two 
batches. One batch follows the normal order of 
sightseeing while the other covers it in reverse 
order). 
18:45 hrs Return to PoW, dinner on board & Stay for 
night on PoW. 
Days 4 - Udaipur 
Break fast on board. 
09:30 hrs Departure by luxury bus for shopping. 
11:30 hrs Return to Palace on Wheels. 
12:30 hrs Departure for Jaisalmer. Lunch, tea & dinner on 
board. 
Days 5 - Jaisalmer. 
Breakfast on board. 
10:00 hrs Arrival at Jaisalmer. 
10:15 hrs Departure for sightseeing of fort and havelis. 
13:00 hrs Return to PoW for lunch. 
17:00 hrs Camel-ride & return to PoW after sunset. 
20:15 hrs Departure for dinner at Moomal Bunglow. 
22:00 hrs PoW departs for Jodhpur. 
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Days 6 - Jodhpur 
Break fast on board. 
08:25 hrs Arrival at Jodhpur. 
08:45 hrs Departure for sightseeing by luxury coach. 
12:15 hrs Lunch at Umaid Bhawan Palace hotel. 
14:15 hrs Return to PoW after lunch. 
15:45 hrs PoW departs for Bharatpur. Tea & dinner on 
board. 
Days 7 - Bharatpur 
06:45 hrs Arrival at Bharatpur. 
07:00 hrs Departure by luxury bus for Bharatpur Bird 
Sanctuary. Packed breakfast served. 
09:30 hrs Departure for Fatehpur Sikri. 
11:45 hrs Departure for Agra. 
13:00 hrs Lunch at Hotel Clarks Shiraz/Mughal Sherton. 
14:45 hrs Sightseeing at Agra fort and Tajmahal. 
17:00 hrs Tea at Taj Restaurant or on board. 
17:30 hrs Time for shopping. 
18:30 hrs Return to PoW. 
20:00 hrs Dinner on board. 
21:00 hrs PoW departs for Delhi. 
Days 8 - Delhi 
Breakfast on board. 
07:45 hrs. Arrival at Delhi cant. Railway Station. 
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Appendix-VI 
7 night/8days Itinerary of New 'Palace on Wheels', 
from 1991-92 Onwards 
Day 1 (Wednesday) - Delhi 
16:00 hrs Self arrive at Delhi Contonment Railway Station for 
Check in and to board PoW. 
17:75 hrs Departure for Jaipur. 
20:00 Dinner on board. 
Day 2 (Thursday) - Jaipur 
00:00 hrs Arrival in Jaipur. 
07:30 hrs Break fast on board. 
08:30 hrs Sightseeing of Jaipur city by luxury Coach. 
13:00 hrs Lunch at Rambagh Palace Hotel. 
17:00 hrs Departure for Jaisalmer. 
20:00 hrs Dinner on board. 
Day 3 (Friday) - Jaisalmer 
06:15 hrs Arrival in Jaisalmer. 
07:30 hrs Breakfast on board. 
08:30 hrs Sightseeing in Jaisalmer. 
13:00 hrs Lunch on board and rest. 
17:00 hrs Visit of sand dunes and experience the thrill of camel 
safari. 
19:30 hrs Dinner, after dinner enjoy cultural program. 
23:00 hrs Departure for Jodhpur. 
231 
Day 4 (Saturday) - Jodhpur 
07:30 hrs Break fast on board. 
08:00 hrs Arrival in Jodhpur. 
08:30 hrs Sightseeing in Jodhpur. 
13:00 hrs Lunch at the Umaid Bhawan Palace. 
15:30 hrs Departure for Sawai Madhopur. 
20:00 hrs Dinner on board. 
Days 5 (Sunday) - Morning at Ranthambore Wild Life Sanctuary/National 
Park. 
04:00 hrs Arrival in Sawai Madhopur. 
06:30 hrs Breakfast on board. 
07:00 hrs Visit the Ranthambore National Park. 
11:00 hrs Departure for Chitourgarh. 
13:00 hrs Lunch on board. 
Afternoon at Chitorgarh Fort. 
15:30 hrs Arrival at Chitorgarh. 
16:00 hrs Sightseeing 
20:00 hrs Dinner on board and departure for Udaipur. 
Day 6 (Monday) - Udaipur 
06:45 hrs Breakfast on board. 
07:30 hrs Sightseeing. 
12:30 hrs Lunch at the Lake Palace Hotel. 
20:00 hrs Dinner on board and Departure for Bharatpur. 
Day 7 (Tuesday) - Morning at Bharatpur 
06:30 hrs Arrival at Bharatpur, breakfast on board. 
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07:00 hrs A visit to Keoladeo Ghana Bird sanctuary. 
09:00 hrs Departure to Agra. 
13:00 hrs Lunch on board. 
Afternoon at Fatehpur Sikri &Taj Mahal. 
14:30 hrs Arrive at Agra visit Fatahpur Sikri, Agra Fort and Taj 
Mahal. 
21:00 hrs Departure for Delhi. 
Day 8 (Wednesday) - Delhi 
06-.00 hrs Arrival at Delhi Cantonment Railway Station. While the 
train arrives at 06:00 hrs the tourists can disembark after 
breakfast till 07:45 hrs. 
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Route Map of New 'Palace on Wheels' 
Day 1 & 8 
Delhi Cantt. 
Not to scale 
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Appendix VII 
An Illustration of One of the Advertisements Released in UK 
December 1981 for the Promotion of PoW 
in 
THE VINiyiGE HILACE-ON-WHEELS 
RE-STARTS ITS FANTASTIC JOURNEYS IN INDIA 
The PalaceonWheels, which brings back to life the vintage splendours of the age of Maharajas, 
Viceroys and Governors-General we thought had gone forever, Is back on the track on 
October 1, in response to the enormous demand following its inaugural runs last January. 
\ 
THETRAIW-
rmiVlTiTAGl 
A collection of 
stately, saloons 
impeccably restored 
to their former glory. 
Among ihtic Mioons tie the 
SiKancf Stale Coach, the oldui 
buill in 1898 The Hahaiaja of 
n»\ anagar Coach with iti lamous 
ornamental ceiling and Burma 
TeaK side panelj The Bhavnagar 
Slate Saloon - the xene of man) a 
ro)al marriage-complete with 
romantic verandah The Viceregal 
Coach - uied b) the agent for the 
Ookernoi General for Rajasthan-
purc khiic ini} vety rega! 
The vintage flavour 
of each saloon is 
enhanced b) its coal 
of a.ms. a brief hislor) 
and an e;tclusivc 
attendant resplendent 
in period costume to fiosi 
all your needs 
rVRE STEAM 
This collection of ro)al saloons is 
hauled all the Hay b) a vintage 
sJtam engine eiacti) u h used to 
be in the days of the Maharajas 
rACiuTiES-riTroR 
WAflARAJAS 
tach saloon, uhich accommodates 
no more tha'n eight persons has 
itso^kn lu(uriousl) 
cushioned sleeping 
berths lounge, bai 
kitchenette and two 
toilets. The train itself 
includes a separate 
dining car 
separate ajr 
conditioned 
lounge-cum 
obscr\ation 
car uiiha 
bar 
children's 
corner 
libra.') 
games 
handicraft shop foreign exchange 
counter sad deposit lis own 
distinctive post marK and postal 
service and a sound system for 
announcements and music. What 
moic can an) gracious maharaja 
want' 
THE PACKAGE-ALL 
IPiCLUSIVE 
The cost of this incredibly 
nostalgic package includes 
travelling on the Palace-on-Wheels. 
full meals on and off the train 
during the course of the tour, the 
Itinerary - Including entrance and 
guide fees to the mol)umenls . 
etc-camel, elephant and boat 
rides, sightseeing In luxury buses, 
cultural enttrlainment at selected 
points, visili lo additional pfjces 
of interest. v ^ U C & v . ^. 
THE mWERAKY-
Princely tours of 
Rajasthan & Agra 
TOUR 1 Three nights 
DclhiAgra-Jaipur'Delhi. 
TOUR 3 Scveti nighU. 
Delhi Jaipur-UdaipurJaisatmer-
Jodhpur-BharalpurAgraDclhi 
OCLffl-Old and nCK. historic 
capital of India. 
JAirUR- Dazzling pink cit> of 
Rajasthan. 
UDAIfUR-Shimmering desert 
paradox of lakes and pllaces. 
JAISALnCR-A'g'oldcn creation 
in fullillment of a hoi) prophecy. 
JODtlPUR-An aery lanta.s) in 
cxquisitel) carved sandslorK 
BHARArrUR - One of the wrld i 
most spectacular bird sanctuaries 
AORA - Renouned for the Taj 
Mahal eternal testament to 
human love 
Plus visits to ratehpur SiKri from 
Agra and to the Sam sand dunc> 
from Jaisalmct 
ai{R£KTTD(IK3£ND)iUR(H&} 
for information on 
roervalions/booKlnss/pJCkasc tours 
contxt:-
AHuucAn urnss TRAVU 
Division. 
6 haymarket. London SWIY 4&S 
kkphone 01-930 4411 
SrcCDBIRD HOLIOArS. 
JS: King Street, tendon W6 001' 
Telephone 01-741 6041 
WmCS UD. 
Wings House. Broxbourne Herts 
CniOTnX Telephone 0992 67611 
Qlugo* 10*1 704128l> 
nekXas(lc|0U})6l7l4l 
Manchester 1061-27811973 
or contact your kical Travxl Agent 
* • I 
foi (he lull Uotjf In coloui write lo 
PalacC'On-WhecIs Informatton Service 
23 Ramillies PUce London Wl. 
Toi general information on India 
conlacl India Iburist OfTice 
2l nek Bond Street. London Wl 
4 KCt'"i?'4'. ^ B L i fnniiin. 
Ul'-U.MiMlM 
vr 
VinCase India All The Way 
y^ 
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Appendix-VIII 
A Brief Write-Up on the Destinations Covered by 
'Palace on Wheels' 
Jaipur 
Described fancifully as a 'solid strawberry cream cake' or more 
popularly as the 'pink city', Jaipur is impressive in its planning. Built in 1727, 
Jaipur draws its name from an astronomer-prince Sawai Jaisingh II. Ringed by 
a crenellated wall, punctuated with, 22 feet high, seven gates and criss-crossed 
by well laid out avenues, Jaipur is dazzling in its palaces, forts, gardens and 
intriguing bazaars, it is the home of jewelers and gold enamellers, brass 
engravers, tie-dyers, mirror-work embroiderers, potters, colour paper makers, 
carpet weavers, painters and traditional cobblers. 
Jaisalmer 
A mammoth sand castle rising like a mirage out of the desert - that is 
the look of Jaisalmer, the ancient citadel on the caravan route linking India with 
Persia, Arabia and the Mediterranean. This architectural dream in the lonely 
yellow silence of Thar Desert was built in the 12"^  century by Jaisal, a Bhatti 
Prince. Its narrow lanes zigzag through intricately carved facades of houses and 
mansions. Famous sights include the beautiful Patwon-Ki Haweli, the 
Gandhisagar Tank and the exquisitely caived jain temple. 
Jodhpur 
The fortified city, gateway to the great Thar Desert, is crowned by the 
spectacular Mehrangarh Fort. The city was founded in 1459 by Prince Jodha of 
the Rathore clan. A 10 km long wall encircles this medieval kingdom, where 
one can still savour the lifestyle and charm of a bygone era. Famous sights 
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include the Jaswant Thada - the white marble cenotaph and the Ummaid 
Bhawan Palace. 
Chittorgarh 
Reduced to ruins three times by marauding invaders, Chittorgarh 
resurrected phoenix-like to become the ultimate symbol of Rajput chivalry and 
sacrifice. It was here that hundreds of Rajput women committed Joha - self-
immolation - in order to protect their honour when Chittorgarh fell in the 15"" 
century to the overwhelming might of Alauddin, the Khilji ruler of Delhi. 
Famous sights include the 37 m high Vijay Stambh or Victory Tower, the 
massive 700 acre Fort, Rani Padmini's Palace and the holy Meera's temple. 
Udaipur 
Nestling among verdant hills, this beautiful 16"' century city is 
considered to be one of the most romantic spots in Rajasthan. Its gleaming 
silver lakes and fairy tale palaces, sparkling fountains and lush gardens are 
unforgettable - evoking a wistful mood of old-world romance and nostalgia. 
Famous sights include the Lake Palace (once a loyal island retreat and now a 
luxury hotel on Lake pichola), the grand City Palace with its scalloped arches, 
fretted balconies and cupolas, the Saheliyon-Ki-Bari or Garden of Maids, the 
Nehru Park - a tiny island dappled with date palms, and the Bhartiya Lok Kala 
Mandal or Folk Arts Emporium. 
Sawai Madhopur 
It is Famous for its Ranthambore National Park, which is nestled in the 
lap of Aravali and Vindhyan Ranges. The park is a success story of the 'Project 
Tiger' and almost guarantees the tourist the tiger sightings. Ranthambore is 
named after the two hills, Ran and Thambore. The Ranthambore Fort, which is 
believed to be the oldest fort in the state, forms the backdrop of the park. 
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Bharatpur 
Founded in 1733 by Maharajah Surajmal, Bharatpur is the eastern 
gateway of Rajasthan and is better known for its world famous 52 square km 
bird sanctuary called Keoladeo National Park. Originally a royal duck shooting 
reserve, this sanctuary attracts migrant birds in large numbers from the Arctic, 
Siberia, Central Asia, Tibet and China. 
Fatehpur Sikri 
Built by the Mughal Emperor Akbar, Fatehpur Sikri or City of Victory 
was soon abandoned because of acute water shortage. Today, it lives on in all 
its red sandstone splendour, but it has the strange empty look of a new, unlived 
city even after more than 400 years. This Mughal palatial complex has within 
its enclosures a mosque dedicated to Sheikh Salim Chisti, a Muslim Sufi saint 
who blessed Akbar with a son. 
Agra 
This is the once bustling and buzzing Mughal capital whose life is the 
inimitable Taj Mahal - a pristine monument of undying love. Other equally 
impressive monuments, that herald the zenith in Mughal art and architecture, 
are its master craftsmen and its exotic handicrafts, carpets and stone-encrusted 
marble artifacts. Agra is considered the pride of Mughal cities. 
BIBLIOGRAPHY 
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